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= Bulivery to be made on the right of way of the railway 
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It is seldom that a structure of this kind is considered | 
worthy of being carefully drawn, and yet it is largely in the 
perfection of such details that the superiority o! in- 
telligent management is shown. It is not very difficult to 
have important structures like bridges, stations, etc., care- 
fully designed-and constructed, but it is rare that such | 
details as road-crossings, cattle-guards, etc., are designed | 
with the care and :kill that their importance de-| 
mands. Our readers, who have the responsibility of keep-| 
ing the track in the must perfect order, will therefore be | 
gratified at receiving reliable drawings, similar to those | 
herewith, of which no explanation is needed. 

The following specifications relating to permanent way, 
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ll be given to lime-stone. 

1t shall be broken fine enough to pass th h a three (3) 
not contain 
stone less than 11¢ inches in diameter. 


ny. 
Ballast to be loaded by the penpen and measured on the 
cars. Ballast forks to be used in cating. 
Inspection and measurements will be made by a represen- 
tative of the railway c. mneny . 

Payment for all ballast delivered and accepted up to the 
20th of the month will be made during the following month. 





Gontributions. 


Wetting Rails. 


SACRAMENTO, Cal., Nov. 20, 1879. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

While riding over the Nevada County Narrow-Gauge 
Railroad recently, I noticed a sprinkler before the forward 
wheels of the locomotive, wetting the rails (top and side) with 
water from the tank. Upon asking what it was for, I was 
told that it lessened the sliding and flange friction on the 
curves of the road. This road is of thre>-f005 gauge, and 
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SECTION ON LINE OF TRACK. 
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which have been received from the same company, will also 
be of interest to many: 


SPECIFICATIONS FOR CROSS-TIES. 


1,—Ties must be cut from green or living White or Rock 
Oak Timber, of good quality, free from twists, cracks, de- 
cayed knots, worm-eaten timber, or any unsound parts, and 
hewn smooth and straight on two sides, with parallel faces 
and of even thickness, cut off square at each end and stripped 
= here and sap wood. Sawed or split ties will not be re- 
ceived. 

2.—Ties must be eight and one-half 8/4) feet long, seven 
(7) inches thick, and not less than eight (8) inches wide. A 
variation of only one-half inch in length and of one-quarter 
inch over the thickness given, will be allowed. 

83.—Ties must be delivered on the company’s right of way, 
piled up in neat stacks, ten one way and two the other, wi 
a space of not less than five feet between the piles, located 
on ground which is as high or higher than the railroad track, 
not less than eight feet from the nearest rail, and in such 
position as will enable them to be loaded easily on cars. 

4.—Ties will be at owner’s risk until accepted by the Tie 
Inspector, and when rejected they must be removed from 
the premises of the company without delay, at the expense 
of the owner thereof. 

5.—Ties inspected and accepted up to the 20th of the 
month will be paid for during following month. 


SPECIFICATIONS FOR OAK TIMBER FOR SWITCH TIES, CROSS- 
ING TIES AND BRIDGE TIES. 


1. White oak must be cut from green or living timber. It 
must of the best quality, free from unsound knots, or large 
knots impairing its strength. 

2. It must conform to the dimensions given, w:thout over 
one-quarter of an inch variation in width or depth, or over 
one inch in length. To be cut square at ends with full cor- 
ners and entirely free from wind-shakes or wane. 

3. Timber must be piled and loaded so it will not spring or 
become twisted. 

4. Timber will be inspected, and bills made for all received 
up to the 20th of each month. The payments will be made 
during the succeeding month. 


SPECIFICATION FOR STONE BALLAST. 
Ballast shall be broken from lime or sand stone, of a hard 











STANDARD ROAD CROSSING. 


Pittsburgh, Cincinnati & Southern Railway. 
221¢ miles long. Sixty per cent. of the track is curves, and 
over one third of the curves are from sixteen to nineteen 
degrees. 


I found that wetting the track enabled the train when 
making 20 miles an hour on a straight track to run around 
the 19 degree curves with a scarcely perceptible decrease of 
speed, and with none of the grinding and squeaking of the 
wheels on the rails that are usually heard. With repeated 
trials upon the same grades and curves, and with the same 
cut-off of steam, if the water was shut off, the train would 
slacken speed at least 25 per cent., and when the water was 
let on, the train would immediately increase its speed a 
corresponding amount, 


Another advantage from lessening the wheel friction is 
the great saving in the wear of wheels and rails. Early in. 
the morning after a heavy dew the rails are usually slippery 
and bad, but when the sprinkler is used the water comes out 
with force sufficient to wash off the slippery dew and give 
the drivers a clean rail to work on. 

It overcomes the tendency of the wheels to climb the rails 
on short curves and enables the train to run on them at | 
higher speeds with safety. While the water has been used, 
the locomotive or cars have never got off track by climbing 
the rail. 

This use of the water originated in this manner: In Sep- 
tember, 1875, when track-laying began on the road, the 
new locomotive, an American cight-wheeled Baldwin, would 
climb the rail and run off frequently, especially when run- 
ning backward, as it was obliged to in running back and | 
forth during the construction. And often on the grades of | 





7 


drinking-hose wet the inner rail with a continuous stream of 
water from the tank. 

Next he attached two jet-cocks to the feed-pipe back of the 
lazy cocks, which discharged a stream of water on the tread 
of the back drivers. This worked so well that about two 
years ago he tried rose sprinklers to wet the rails, two in 
front of the trucks and two behind the drivers, which are 
controlled from the foot-board, and either two used accord- 
ing to the direction the locomotive is running. 

The above conclusions are a result from a continuous use 
of the sprinklers on this road since that time. They have 
mace the run of 2244 miles over the road in 49 minutes, be- 
ing 27 miles an hour. The writer timed a run of 514 miles 
in a few, seconds short of eleven minutes, at the rate of 80 
miles an hour. 


An O 


Id Locomotive Engineer. 








To THE EDITOR OF THE RAILROAD GAZETTE: 

I recently had the pleasure of meeting Mr. W. W. Good- 
ale, now living at Brookfield, Mo., who was born at Pitts- 
field, Mass., in 1808. He says he ran his first locomotive 
engine, the ‘‘J. R. Adams,” in 1834, on the Baltimore & 
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Ohio Railroad, and has seen continuous service till about a 
year since, when he quit the railroad. His last service was 
running a switch engine on the Hannibal & St. Joseph Rail- 
road at Brookfield. I was very much interested in hearing 
him tell his first experience in railroading. * * How is 
this for the oldest locomotive engineer now living ? 

R. O. CARSCADIN. 


Fraudulent Letter-Heads---Look out for Swindlers, 


Flint & Pere Marquette Railway, } 
rintendent’s Office, f 


Supe 
East Saginaw, Mich., Dec, 4, 1879, 
To THE EDITOR OF THE RAILROAD GAZETTE : 

I learn, and from very reliable authority, that two men, 
one by the name of * H. 8. Stout” and the other by the name 
of ‘‘ Donner,” have recently had printed at Fayette, O., a 
number of letter-heads, viz., ‘‘ Flint & Pere Marquette Rail- 
way, Superintendent’s Office.” This, of course, is entirely 
unauthorized by me, and without doubt, is obtained for 
fraudulent purposes. Kindly insert this in.your paper, that 
superintendents of railroads and others in authority may be 
warned and governed accordingly. Yours truly, 

SANFORD KEELER, Superintendent. 





Speed Required to Derail Cars on a Curve. 


ALMA, Kan., Nov. 29, 1879. 
To THE EDITOR OF THE RAILROAD GAZETTE: 
In your issue of Nev. 21, I notice a problem as to derail- 
ment on a curve. 
The solution offered below is on the supposition that the 


127 ft. and 19-degree curves, the flange and curve friction | gauge of track is 56.5 in., and that the construction of car 
of the new wheels and the new rails was so great that the | and road-bed is perfect. The result obtained, therefore, 
engine would pull but little load. To overcome these two | should be used with a proper factor of safety. 

difficulties the engineer, Mr. M. F. Craig, had his fireman lift | In case derailment occurs, it is caused by the moment of 
the apron between the tender and the engine and with the | the centrifugal force of the car about the outer rail being 
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greater than the moment of the weight of car about the same 
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| Arkansas, Northern Louisiana, and a large portion of the 


point | trade ot Texas. : me 

‘ P , he four principal east-and-west trunk lines leading from 
In the diagram, suppose m and n the centre of the rails; m | the Atlantic seaboard, with their Western connections to 
n = 56.5"; . Chicago, St. Louis, Louisville and Cincinnati, now constitute 


G, the centre of gravity of the car, G D = 54’; 
p, the centrifugal force of car, acting through G, along G 
p parallel tomn; W, the weight of car = 30,000 Ibs., act- 











ing vertically through G; m is the centre of outer rail, and 
the point about which rotation takes place; therefore, 
pxmp=Wwxmg 
Let ¢ = time of one revolution on the curve in seconds, 
and r the rate of motion necessary to derailment in feet per 
second, 





1.22388 W Rr* 


4nth 








WR 
Then p = mer OA = (Weisbach) 
1.2288 x 80,000 lbs, x 1? 
Y 4m x 90. 





m p = 54’ 
W = 80,000 Ibs, 
~ m ~ cos. (angle of inclination of plane of rails) = (54° 
tan. B° 2’ + 28.25") cos, 8° 2’ = 80,076". 
We have, then, p x mp = W x mq, reduces to 
1.2288 x 80,000 Ibs. x 7 30,000 Ibs. x 30.076" 
| 8607" 54". 

Solving for r, we have r = 40.22’ per second = 27.43 
miles per hour, as the maximum speed possible for stability, 
and if exceeded, derailment occurs. 

C. 8. BeapLe, Manhattan, Kan. 

[In stating the above problem, the centre of gravity 
of the car was assumed. A more careful investigation 
leads us to believe that it is about 8 or 10 in. lower. 
That being the case, a higher speed would be permis- 
sible.—Eprror RAILROAD GAZETTE. | 


mq 








The Second Report on Internal Commerce. 





Mr. Joseph Nimmo, Jr., now Chief of the Bureau of Sta- 
tistics, but previously at the head of the Bureau of Internal 
Commerce, has been for two years past collecting material 
for and preparing a second report on the internal commerce 
of the United States, which has just gone to the government 
printer. The following introductory statsment is tele- 
graphed from Washington as being a synoposis of the whole 
report: 

It has been the principal object inthe preparation of this 
report to present a description of the more important move- 
ments of the internal commerce of the United States, and to 
explain some of the principal conditions controlling and 
governing those movements. As railroads have become the 
principal highways of the internal commerce of the country, 
it has been eemed proper to enter somewhat at length upon 
the consideration of their relations to the interest of trade. 
The growth of traffic on railroads is indicated by the fact 
that the total freight movements of three of the most im- 

sortant trunk lines connecting the West with the sea- 


yoard inereased from 10, 989 tons in 1868 to 
25,272,755 tons in 1878. rapidly-growing im- 
vortance of as highways of commerce has 
Com due mainly to improvements securing inc safety 


and greater speed and regularity of movement, to arrange- 
pond entered into for direct shipments between distant 
points over connecting lines, and to reduction in the cost of 
transportation. The average cost of transportation on 10 
of the principal lines of the country fell from 2 ip cents per 
ton per mile in 1868 to Res cent per ton per mile in 1878. 
The habits of the people of this country have in their social 
and commercial interests become conformed tothe exigen- 
cies of railroad transportation. New trade currents have 
thus been formed, and in many cases there has been an en- 
tire reversal of the course of trade. These changes and de- 
velopments have been — result of the establishment 
of facilities for the direct shipment of merchandise on through 
bills of lading over connecting roads, and of similar arrange- 
ments entered into between and ocean steamship 
lines for direct trade between interior points in the United 
States and foreign countries. The growth of manufacturing 
industries throughout the Middle, Western and Northwest- 
ern states has tended to produce important changes in 
the course of our internal commerce. Seven-eighths of the 
surplus productions of the trans-Mississippi states, north of 
state of Arkansas, now cross the nee a on railroads at 
and between St. Louis, Mo., and St. Paul, Minn., and are 
transported directly East to markets in this country and in 
foreign countries, During the year 1878 the eastward ship- 


ments from St. Louis by rail exceeded the Southern ship- 
The cities of 


ments from that wy the Mississippi River. 

St. Louis aud New Orleans were formerly closely identified 
in almost all their trade interests, but hed are now perey 
at rivalry with respect to the trade of Scuthern Missouri, 


the most important avenues of commerce in this country, 
and the trade currents which pass over them largely influ- 
ence the course of our entire internal commerce, as well 
as the course of our foreign trade with pect to the poris 
| at which foreign goods are imported aad Seneitic products 
are exported, “ This great east-and-west current of trade has 
led to a radical change in the course of the trade of the 
states situated south of the Ohio River and south of the state 
of Missouri. The cities of St. Louis, Louisville and Cincin- 
nati now control at least two-thirds of the trade of those 
states in general merchandise, and have therefore become their 
chief commercial entrepot. For this trade thé cities compete 
actively with Mobile, New Orleans and Galveston. in the 
aggregate, St. Louis, Louisville and Cincinnati greatly sur- 
pass Mobile, New Orleans and Galveston in population, in 
he magnitude of their commerce and in other elements of 
commercial power, Inthe competition for the trade of the 
states referred to, the three interior cities possess an im- 
eae advantage in their rapidly developing manufac- 
uring industries, the value of the products of which during 
the year 1878 is estimated at $418,000,000, or nearly as 
much as the total value of imports intothe United States 
from foreign countries. With respect to such manufactures, 
these cities naturally exercise a much larger degree of con- 
trol over Southern trade than with respect to their 
merely distributive commerce. The cities of St. Louis, 
Louisville and Cincinnati now draw their supplies of domes- 
tic merchandize principally from the Atlantic sea-ports of 
Boston, New York, Philadelphia and Baltimore, and 
from manufactories in the New England states, 
and the Middle and Western states. Imported 
goods sold at these three cities of the West are 
chiefly received from or through the Atlantic sea- 

rts, whence they are transported by rail. The city of 
‘incinnati will probably areaily enlarge her Southern trade, 
as a result of the recent completion of the Cincinnati South- 
ern Railroad to Chattanooga, Tenn., at which point it con- 
nects with the railroads of the Atlantic and Gulf states. 
There has been arapid growth in the shipment of cotton 
from the cotton-growing states through St. Louis, Louis- 
ville, and Cincinnati, and thence over the east-and-west 
trunk lines to Atlantic seaports, and to manufactories in the 
New-England states, and other states of the Atlantic sea- 
board. hese facts indicate an important diversion in the 
course of the trade of the Southern states alluded to. By 
the extension of the western connections of the Baltimore 
& Ohio Railroad to Cincinnati, Louisville and St. Louis the 
cities of Baltimore and New Orleans have become active 
competitors, both for the purchase of Western produce and 
for supplying the cities of St. Louis, Louisville and Cincin- 
nati with imported goods and products of manufacture of 
the Atlantic sea-board{states. In like manner, the cities of 
Philadelphia, New York and Bosten compete with New 
Orleans for the trade, not only at St. Louis, Louisville and 
Cincinnati, but ulso at many points throughout the South- 
ern states. 

The construction of competing lines between all the impor- 
tant points of the country led to a fierce struggle for traffic. 
For several years wars of rates appeared to constitute the 
normal relation of railroads to each other with respect to 
competitive traffic. During these contests rates fell below 
the actual cost of transportation, and at last the pooling or 
apportionment of trattic, or of the proceeds from traffic, was 
resorted to. This plan has been widely adopted, and it now 
constitutes one of the most important features of the Ameri- 
can railroad system. In whut manner and to what extent 
pooling arrangements affect the public interest adversely is 
one of the questions involved in the railroad problem of the 
present day. Experience in the administration of such pools 
may, in obedience to popular demands, lead to the correction 
of many causes of complaint. The influence exerted over 
competitive rates by the lines engaged in any particular 
pecs scheme is not absolute, but is more or less restricted 

the direct and the indirect competition of lines not in- 
cluded in such scheme, and also by the competition 
of trade forces. The water lines formed by the lakes, 
the Erie Canal, and the Hudson River; by the lakes, the Cana- 
dian canals, and the St. Lawrence River, and by the Missis- 
sippi River and its navigable tributaries, exercise a strong 
regulating influence, not only over the rates which can possi- 
bly be secured as the result of any pooling or apportion- 
ment of traffic between competing lines, but also over rail 
rates generally, Asa resultof the facilities which have been 
provided for by direct shipments, the railroad system now 
presents itself to the commercial interests of the country 
with respect to a large part of our international commerce 
as a single organ, the tendency being constantly toward that 
almost perfect system of transmission—the postal service. 
The general tendency of combinations for carrying on direct 
trade has been toward a reduction of transportation charges, 
and has exerted a very important influence ppon the agri- 
cultural, manufacturing and mining industries of the coun- 
by. In certain states and sections these interests have been 

versely affected, but the general result has been a large 
development of the industries and resources of the country. 

It is impossible to state accurately the total value of the 
internal commerce of the country. Measured by the value 
of the commodities transported, it is many times greater 
than our foreign commerce. The value of the commodities 
transported on the Pennsylvania Railroad alone between 
Philadelphia and Pittsburgh during a single year has ex- 
ceeded the value of the imports into the United States from 
foreign countries. During the last ten years the subject of 
governmental! regulation of railroads has been agitated in 
various parts of the country, and in several of the states 
railroad commissions have been formed. At the present 
time a thorough investigation of the qnestion is being had in 
New York state. In view of the fact that the rail 
road system of the country has become essentially a 
unit in all that relates to commerce among the states, 
and that by far the greatest part of our internal commerce is 
inter-state commerce, it has been urged that the Government 
of the United States should exercise its authority for the 
correction of evils and abuses under the constitutional power 
of Congress to regulate commerce among the states. A bill 
having this object in view has twice passed the House of 
Representatives. The practical question which presents 
itself is whether the enormous interests involved in inter- 
state commerce shall be determined solely by those who 
are engaged in the work of transportation, or whether the 
public judgment shall also be asserted through some intelli- 
gent and authoritative agency. The constitution of such an 
agency, the scope of its 
the powers shall be exercised in harmony with the spirit of 
our institutions, constitute a difficult and complex question, 
and one which can be determined only in the light of such 
information as may be obtained through an intelligent and 
careful investigation of the whole subject under the 
authority of Congress. 


in 








—Mr. Norman W. Kittson, of St, Paul, has resigned his 





tion as Vice-President of the St, Paul, Minneapolis & 
anitoba Company. 


,0Wers, and the manner in which | 


| Attitude of the New York Railroad Investigating 
| Committee. 


| The New York Times of Nov. 28 contained the following: 
‘The attention of Mr. A. Barton Hepburn, the Chairman 
| of the Legislative Committee which has been investigating 
| the railroads of the state, was called yesterday to the re- 
| marks of Mr. Vanderbilt in relation to that committee, as 
| they appear in the published interviews with that gentleman. 

Mr. Hepburn remarked that he bad seen them, but at this 

time, on the eve of the committee making its report, it would 
| be improper for him tosay much; and whatever he did say 
| would be said as an individual only, and must be so under- 
| stood. 

‘*So far,” said Mr, Hepburn, ‘‘as Mr. Vanderbilt imagines 
that the committee does not see the secret purposes of men 
who unquestionally have been misrepresenting the attitude 
of the committee to him, he pays but a poor compliment to 
the discernment of its members. Mr. Vanderbilt has been 
persuaded that the committee is hostile to him, and there 
can be no doubt that people have been to him magnifying 
these supposed hostile purposes for their own ends. He is in 
error about this. True, he has seen the committee apparent- 
ly allied in this investigation with persons who had griev- 
ances against the road, but this was a necessity. We were 
determined to get to the bottom of the matters we were 
appointed to investigate, and we had to go to persons 
measurably hostile to the railroads for information. 
Their friends would not give it. Had we not sought the in- 
formation where we did, we should have got nothing. Our 
investigation would merely have scratched the surface. It 
would have had no result whatever. This we were deter- 
mined should not be. We have pushed our inquiries to the 
extreme; we have compelled the railroads to bring out their 
books and pers; we have made public very much that 
they desired to keep secret. We have done things thor- 
oughly; but we have done nothing unjustly. It is perhaps 
natural that Mr. Vanderbilt, seeing that the committee has 
been extreme in its investigations, hes got the idea that its 
report and recommendations will be just as extreme, and 
that there may be such a feeling of hostility to the railroads 
aroused in the next Legislature as should produce some 
of the effects of the Granger excitement in the 
West a year or so ago. But he is mistaken in that; 
and I will say for myself, that I think he is mistaken in sup- 
posing that there isa public clamor against the ‘ one-man 
power’ in the management of his roads. I have no doubt at 
all—I am entirely convinced—that the fact that he had a 
controlling interest in the New York Central has resulted in 
the road being more economically, more wisely, and more 
justly managed, and that it has been better for the insterests 
of the stockholders and of the public than ifthe management 
had been more widely distributed. We find that the efforts 
of men to hold themselves in power often make great 
damage to a railroad, and sacrifice the public interests. 
Money is used corruptly to purchase support, to purchase 
proxies, tosilence oppositio», Contracts are given to per- 
sons who have an interest in the road, and whose support is 
desirable, as the price of that support ; and such contracts 
are always for the benefit of those who get them, and a cor- 
responding loss to the road and the public. This was cer- 
tainly the case with the New York Central before a pre- 
ponderating interest was concentrated in the hands of the 
Vanierbilt family. 

“ Asrespects Mr. Vanderbilt's statement that the commit- 
tee will recommend the appointment of a Railroad Commis- 
sion, he is going a little ahead of time. It is certain that 
railroad managers should not be allowed to carry on their 
operations practically responsible to no one, There are many 
grave faults in the present system df railroad management 
of which the public have ng mea tr and of which they 
have a right to ———. The first is the entire secrecy wit 
which the work is done. The operations of a great railroad 
should be open to public inspection; should be done in such a 
way that the public may know what they are. This is cer- 
tainly far from being the case now; and the reports made to 
the State Engineer's office, so far from giving the requisite 
information, are actually misleading. Then, again, the rail- 
roads should not be allowed to water their stock. The ex- 
tent to which this has been done is a grave public wrong, 
and we have a recent instance of it in the elevated roads, 
where, in June last, $13,000,000 of water was 
injected into them. At the same time, I confess that it is 
wuch easier to point out the faults of railroad management 
than to suggest an adequate remedy. The question of rail- 
road transportation is closely related with every question 
of commercial industry, and there is nothing which requires 
more elasticity of management than railroads. It is com- 
monly supposed that competition will regulate everything 
| for the public good. This isa graveerror. It will not, anc 

it does not. Competition, where we have seen it in active 
| operation, is simply a cut-throat game, where some few are 
| benefited at the expense of others who are just as much 
lentitled to fair treatment. It is safe to say that con 
| solidation has been of greater benefit to the whole public 
| using the roads than rae pe eyed such competition as 
| the railroads have practiced. But I think Mr. Vanderbilt is 
| unnecessarily alarmed about the purposes of the committee. 
| Certainly it has no hostile intent to the railroads; and I 
| can conceive no greater folly for the Legislature to fall into 
'than to enact laws or take other action which should 
| seriously hurt or cripple the chief artery of commerce in 
| this state. 
| “The investigation has developed gross wrongs in unjust 
|and arbitrary discriminations of which the people of the 
| state have a just right to complain, and which the commit- 
| tee will certainly ask the Legislature to correct. Mr. Van- 
| derbilt’s connection with the Wabash system would cer- 

tainly seem to be a benefit to the city of New York. Yet, 
| under the present pooling agreements, which divide between 
| the four trunk lines all the business of the West, save that 
|from San Francisco, I do not quite see how the present 
| traffic of the Central is to be increased beyond its agreed 
| proportion, except by the amount of the San Francisco 

traffic. Pooling arrangements, however, have proved very 
|unstable in the past, and doubtless will in the future: 
|and, under a new division, a better percentage will be ob- 
|tained I cannot conceive how this transfer of Mr. Vander- 
| bilt’s interest can possibly affect the action of the next Leg- 
| islature; and there are, doubtless, beneath .he surface better 
| reasons for this disposition of the block of stock than were 
| assigned in the published interview.” 








TRAFFIC AND EARNINGS. 


Provision Traffic. 

The number of hogs packed in the West during the first 
four weeks of the season (ending Nov. 26) is reported at 
| 1,681,007 this year, against 1,719,124 last year, and 1,044.,- 
| 606 in 1877. More than half of the whole number were 
| packed in the last week of the four this year. The greatest 
| gain at any point is at St. Louis (60,000 and 50 per cent.). 
| Chicago shows a considerable loss (75,000 and 11 per cent.), 
but yet has packed 36 per cent. of the whole this year. 

The provision exports in November were 54,837 tons this 
year, against 49.525 in 1878, showing an increase of 10.7 
per cent. 
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Lumber Movement. 

Shipments of lumber from all points on the east shore of 
Lake Michigan were 805,868,000 ft. this season (down to 
Nov. 20), against 570,505,000 last year—an increase of 41 
per cent. his year Muskegon shipped 48.7 per cent. of the 
whole, Manistee 16.8 per cent. and Ludi nm 11.5 per cent. 
Substantially the whole of it is shipped by lake, chiefly to 
Chicago, Milwaukee and Racine. ° 

Shipments of lumber from East Saginaw and Bay City for 
the season down to Dec. 1 have been, in feet: 

1877. 1878. 1879. 
539,866,047 523,804,074 668,363,866 

The shipments have been 28 per cent. greater this year 

than last, and larger than in any preceding year. 


Minneapolis shipments for the same period have been: 
1877. 78. 1879. 
125,944,000 87,960,000 124,592,000 


This year the ment have been 42 per cent. more than 
last year, but a trifle less than in 1877. 

Chicago receipts and shipments for the eleven months 
from Jan. 1 to Dec. 2 have been: 


1879. 878. Increase. P.c. 
Receipts .........1,451,420,263 1,146.221,612 305,198,651 26.6 
Shipments... ... 698,339,787 586,256,477 112,083,310 19.1 
Coal Movement. 


Coal tonnages are reported as follows for the eleven months 
ending Nov. 29, the tonnage given being only that originat- 
ing on the line to which it is credited: 




















Anthracite: 1879. 1878. Ine.orDec. P, ce, 
Philadelphia & Read- ‘ 

on, ag eeie .... 6,910,629 4,806,156 I. 2,104.473 43.8 
Northern Central, 

Shamokin Div., and 

Summit Br. R. R... 842,815 725,939 I. 116,876 16.1 
Sunbury, Hazleton & 

Wilkesbarre........ 24,040 35,790 D, 11,750 33.1 
Pennsylvania Canal. . 440,230 345,727 I. 94,503 27.3 
Central, of N. J., 

Lehigh Div.. ... .. 3,706,108 2,131,758 I. 1,574,350 73.9 
Lehigh Valley........ 4,025,240 3,003,359 1,1,021,881 34.0 
Pennsylvania & New 

.. . Ae eae 81,511 30.118 IL, 1,393 4.6 
Delaware, Lacka. & 

Western............ 3,490,204 1,961,830 1. 1,528,874 77.9 
Del. & Hudson Canal 

RR ae 3,111,468 1,927,535 I. 1,183,983 61.4 
Pennsylvania CoalCo 1,302,618 857.308 1. 445,310 52.0 
State Line & Sullivan 45,920 32,773 I. 13,147 40.1 

Total anthracite. 23,930,783 15,858,293 I. 8,072,490 60.9 

Semi-bituminous; 

Cumberland, alllines, 1,480,164 1,573,034 D. 92,870 9 
Huntingdon & Broad 

| eRe 120,843 138,960 D, 9,117 6.6 
East Broad Top...... 59,319 57,717 LL 1,602 2.8 
Tyrone & Clearfield.. 1,458,586 1,192,536 I. 266,050 22.3 
Bellefonte & Snow 

a ee 59,957 46,361 1, 33,596 127.3 

Total semi-bitumi- 

OME vase oars 3,187,869 2,988,608 I. 199,261 6.7 

Bituminous: 

Barclay R.R ...... 304,706 282,507 I. 22,139 7.8 
Allegheny Region.Pa. 

R. og Se lee oer Se 180,997 190,922 D. 5,925 3.2 
Penn & Westmore- 

EA a 710,904 623,095 1. 7,809 14.1 
West. Penn. R_ R.. 194,647 168,071 I. 26,546 15.8 
Southwestern Penn. 

SRS a 41,632 22,763 I, 18,869 82.8 
Pittsburgh Region, 

Pa. R.R.......... 407,417 395,094 I. 102,328 25.9 

Total bituminous. 1,930,273 1,678,612 I. 251,761 115 

Coke: 

Allegheny Region, 

a Ne tee ee ve” oscxcneme a 45,751 
Penn and West- 

<< re ee 86,251 70,385 I. 15,866 22.5 
West. Penn. R. R.. $3,778 79,300 I, 4,478 5.6 
Southwest Penn. R, 

Sickie take .... $39,314 718,278 I. 121,086 16.9 
Pittsburgh Region, 

a ene 220,620 105,815 J. 114,805 108.5 

* Total Coke 1,275,814 973,778 1. 301,936 31.0 


This year has apparently been one of increased prosperity 
everywhere for the coal interest; at any rate, the output has 
been much greater, though in the first half of the year prices 
were very low. The great revival in the iron trade shows 
its effect in the increase in bituminous, as well as anthracite 
sroduction, and especially in the coke region ot Western 

ennsylvania, coke showing a greater proportional increase 
than any coal except anthracite. 

Anthracite production for the eleven months has been as 
follows, for six years past: 






1879 .. «23,936,783 | 1876 .. 16,686,167 
1878 «eee 15,858,293 | 1875.... seeeee «e+ 18,085,720 
BOTS ccciveddcsccoceces 18,347,118 | 1874 Seedadevied 18,762,521 





Actual tonnage of anthracite over the Pennsylvania & 
New York road for its fiscal year from Dec. 1 to Nov. 29 
was: 1879, 860,161; 1878, 780,793; increase, 79,368 tons, 
or 10.2 per cent. Sources of supply this year were: Pleas- 
ant Valley mines, 82,661; State Line Sullivan road, 
50,179; Bloomsburg Division, Delaware, Lackawanna & 
Western, 270,598; Lehigh Valley road, 506,723; total, 
860,161 tons. 








Anthracite coal tonnage of the Belvidere Division, Penn- 
sylvania Railroad, for the eleven months ending Nov. 29 
was as follows: 

1879. 1878. Increase. P.c. 

Coal Port for shipment....... 32,058 14,052 18,006 127.7 
South Amboy for shipment......427,618 402,004 25,524 6.3 
Local distribution on N. J. lines..311,275 179,093 132,182 73.8 
Co.’s use on N. J. lines........... 86,220 76,925 9.205 12.1 
Total ......... 857,171 672,164 185,007 27.5 


Of the total this year 650,884 tons were from the Lehigh, 
and 206,287 tons from the Wyoming Region. 

The distribution of Cumberland tonnage for the eleven 
months was as follows: 4 





1879 1878. Inc. or Dec. P.c., 

Balto. & Ohio R.R....... 860,244 824,604 I. 44,550 5.4 
Ches. & Ohio Canal ....... 467,400 605.703 D. 138,303 22.8 
Bedford Div., Pa. R. R 141,208 140,325 I. 883 «(0.6 
es eS 1,477,852 1,570,722 D. 92,870 5.9 


Local consumption accounts for the slight change from 
figures above. 

Actual tonnage passing over the Huntingdon & Broad Top 
road for the eleven months was as follows: - 





1879. 1878. Decrease. P. c. 

Broad Top coal... ...........- 129,843 138,960 9,117 66 
Cumberland coal.............. 156,280 156,314 34 de> 
pe Asan 286,123 295,274 9,151 3.1 


The Broad Top coal is mined on the line of the road; the 
Cumberland carried through from Mt. Dallas to Hunting- 
don. 

Ocean Rates. 


Rates have fallen during the past week and now are very 
low. Tuesday’s quotations by steam from New York to 
Liverpool were 424d. for grain, 2s. 6d. per barrel for flour, 


| 32s, 6d. to 35s. per ton for butter and cheese, 27s. 6d. to 32s. 
6d. per ton for provisions, 3s. to 3s, 6d. per barrel for apples, 
4s, 61. per barrel for oysters, and 3-16d. to 4d. per pound 
for cotton. The reduction in steamer rates since tember 
is more than 13 cents per 100 lbs., or 3 cents more than the 
advance in railrates. The lowness of freights seems due to a 
speculative movement, which keeps prices on this side too 
high to permit free exports for the present. 


Petroleum. 


rts for the eleven months ending with November 
on as follows: 


Ex 
have 
1879. 1878, 1877. 1876. 
372,125,519 308, 158,400 335,678,686 229,889,559 

This year the exports have been nearly 11 per cent. greater 
than ever before. The percentages of exports from the 
leading ports have been: 


1879. 1878. 1877. 1876. 
New York............. 71.0 65.6 71,0 56.3 
Philadelphia.......... 21.0 21.3 13.0 26.5 
Baltimore............. 6.0 11.5 12.7 15.6 


Baltimore’s business is not much more than one-half what 
it was in 1877, notwithstanding the increase in the total 
exports. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 


The Pittsburgh Locomotive Works are building several 
engines for the argc ee & Western road. They are also 
making some large boilers for the Edgar Thomson Steel 
Works. 

The Lehigh Car & Manufacturing Co., at Stemton, Pa., 
has received an additional order for 500 box cars. 

The Qhio Falls Car Co., at Jeffersonville, Ind., has been 
shipping freight cars to the Illinois Central, the Wisconsin 
Central and the Chicago, Milwaukee & St. Paul roads. 

Orders for 85 new locomotives have been given out by the 
New York, Lake Erie & Western Company, as follows: 
Rogers Locomotive Works, Paterson, N. J., five consolida- 
tion freight engines; Grant Locomotive Works, Paterson, 
10 consolidation engines; Danforth Locomotive Works, 
Paterson, five standard passenger engines; Brooks Locomo- 
tive Works, Dunkirk, N. Y., 15 passenger engines. 

Fifteen acres of land at Brightwood, a suburb of Indian- 
apolis, have been given as a site for car works, and a com- 
pany is to be organized to build them. 

The Manchester (N. H.) Locomotive Works are building 
seven engines for the Chicago, Burlington & Quincy; also a 
heavy freight engine for the New York, Providence & Bos- 
ton road. 

The Pittsburgh, Ft Wayne & Chicago shops in Allegheny, 
Pa., are building four new locomotives for the read. The 
Ft. Wayne shops are to build 500 — carsand 300 gondolas 
for the road and 200 cars for the Grand Rapids & Indiana. 

The Rogers Locomotive Works, at Paterson, N. J., are to 
build seven mogal freight engines for the Nashville, Chatta- 
nooga & St Louis, and five for the Owensboro & Nashville 
road, 

The Ashton noiseless blow-back safety valve is to be 

laced on all the locomotives owned by the Cleveland, Co- 
fanbase, Cincinnati & Indianapolis Company. 


Iron and Manufacturing Notes. 

The two furnaces of the Eureka Iron Co., at Oxmoor, 
Ala., are making 80 tons of pig iron a day. 

The Burgess Lron & Steel Co., at Portsmouth, O., has added 
three new furnaces to its works. 

The Union Iron Works. at Buffalo, N. Y., are to be started 
up, provided arrangements can be made with the bond- 
holders. 

Watts, Twells & Co. have bought the old Mussleman Fur- 
nace at Watts Station, Pa., and have named it the Vesta 
Furnace. 

Wassaic Furnace, st Wassaic, N. Y., went into blast Nov. 
28, and is making «2: -wheel iron, 

The old Pittsburga Lrou & Bolt Works have been started 
up by a new company known as the Elba Iron & Bolt Co., 
Limited. James P. Speer is Manager. 

Struthers Furnace, at Struthers, O., is in blast and making 
60 tons a day of Bessemer pis. 

Graff, Bennett & Co. will soon start up their charcoal fur- 
nace near Cecil, O. 

The Crescent Iron Co. has been organized to work the 
rolling mill at Pomeroy, O., lately sold at sheriff's sale. 


Prices of Rails. 

In steel rails no large transactions are reported and quota- 
tions are $65 to $67 per ton at mill. As high as $70 is said 
to have been offered for a small lot for immediate delivery. 

Iron rails are firm at $52 to $55 per ton at mili, with a 
number of small sales. The demand for light rails is especi- 
~ urgent, 

Id iron rails are unsettled and irregular. 
reported in Philadelphia at $31 to er ton. 

Railroad spikes are quoted in Pittsburgh at 3! cents; 
track-bolts, 5 cents per pound, 
lately been made for delivery next spring. 


Sand. 


They don’t travel a mile a minute on the Prince Edward's 
Island road, apparently. A paper up in that region says: 
* A short time agoa man rode on the truck bars of a pas- 
senger coach ona train from Charlottetown to Hunter River, 
a distance of about 40 miles. The man evidently was not 
in a hurry, or he would have walked the distance with less 
fatigue and saved time.” 

It has got so now that whenever ea special train runs over 
a Western road it is straightway spread abroad that Jay 
Gould was on board and that he has bought the road. This 
has gone so far that a superintendent is said to have refused 
to run a special train to a funeral the other day, because it 
might affect the price of the stock. 


Appeals from the People. 

The Atlanta (Ga.) Constitution, referring to the new Rail- 
Railroad Commission in that state, says: 

‘It is amusing to hear of the curious letters that are ad- 
dressed to the Commission by private parties with personal 
grievances against the roads. One man will write that he 
ordered a barre| of potatoes, and that they were shipped at 
least eleven days before they reached him, and that when 
they came they were badly specked. Another complains 
that his goods from New York were kept over at some depot 
or Searos three days longer than oomggag? and that he 
lost customers because of their detention. nother lost a 
trunk on a certain road, and is not satisfied with the settle- 
ment that the road made with him. He wants the matter 
looked into.” 


Standard Gauge in the South. 

The Atlanta (Ga.) Constitution says: “The bridging of 
the Potomac, the Ohio and even of the Mississippi has re- 
moved the last barrier to a standard gauge among the rail- 
roads of the country. The convenience o 


Some sales are 


begins to look strongly in that direction. This will in all 
probability be the source of some expense and trouble in the 





Some large contracts have | 


e of traffic and travel | 
really call for a uniform gauge, and the condition of things pleted, it is expected that many bunting parties w ill take 


South; for, as the North will not adopt the 
South, itis almost inevitable that the South w 
be forced to adopt the gauge of the North.” 
The article goes on to say that only about 8,400 miles of 
road are of the 5-ft. gauge; only a tow miles of 5 ft, 6 in. 
gauge, and but one or two roads of 6-ft. gauge are left, and 
concludes as follows: 
| ‘The movement toward a uniform gauge is spreading, 
not only in the Northern states, by southward as well. The 
gauge of the Texas & Pacific is 4 it. 8!¢ in.: the Virginia 
roads as far south as Lynchburg have been reconstructed: 
the Iron Mountain road was changed to the dominant gauge 
a few months ago, and now, says the Nashville American, 
the Owensboro & Nashville road, reaching down into the 
very heart of the south, is to be of the standard gauge. Lo- 
comotives are being altered in Nashville to-day to run over 
the Owensboro road. Fortunately the difference between 
the Southern gauge, and that which the North borrowed 
from Stephenson is not great enough to 1ender any Southern 
rolling stock useless when the time of cenformity arrives, It 
will at the worst be only a question of alteration, and the 
expense involved will not be very great. And perhaps the 
sooner the change is made the better for the South, hen 
the tide of emigration begins to toll this way, and when the 
Southern roads begin to carry goods to and from Southern 
sorts for the great cities cf the stiesiont ppl valley—when all 
his takes place, we will not want to be embarrassed by a 
diversity of gauge. The difference must be harmonined | in 
some ‘vay, and the probability now is that Mahomet will 
have to go to the mountain.” 


ge aod 


The Wrong Valise. 

At South Acton, a man got on the train, walked down the 
aisle until he came to me, and then he passed and glared at 
a valise on the floor, 

Take away that valise,” he said gruffly, ‘or I'll put my 
feet on it.” 

Down he went into the seat beside me, and up went his 
feet on the valise. Presently the mud and snow on his 
arctics began to melt and run down the sides of the valise in 
ugly little streaks. The man from South Acton seemed to 
take a savage delight in scraping his feet around and making 
the havoc as great as “tome 

‘*Tollable nice valise,” he presently growled; ‘ should 
think ye’d rather put it away than have it tramped onto.” 

“Good land !” I said, a little testily, *‘ I can’t take charge 
of all the baggage inthe car. It’s all I can do to look after 
my own.” 

The man from South Acton stared at me with a changing 
countenance as he half lifted his feet. 

‘Ye ain’t a goin’ vo tell me this ain’t your valise, be ye ?” 
he asked, anxiously. 

“Of course it wasn’t,” I said; ‘‘ would I let anybody ruin 
valise in that way ?” 

‘ Well, then,” he wanted to know, *‘ whose in thunder was 

it?” 

‘* Belonged to a gentleman who had gone forward into the 
smoking car,” I said. 

“And if he doesn’t thump you when he comes out,” said 
the fat passenger, cheerfully, *‘ I’m most awfully fooled,” 

The South Acton man took his feet off the valise and 
looked at it ruefully. 

** Who is he ?” asked he, with visible anxiety. 

‘* College chap,” said the tall, thin passenger. ° 

‘* Boss kicker in Harvard foot-ball team,” said the sad pas- 
senger; * has a leg like a boom derrick.” 

‘* { know him,” sdid the passenger with the sandy goatee; 
“he’s a raging tornado of wrath when he’s waked,” 

‘*Bad man,” said the fat passenger, “I don’t want no 
business with him.” 

The man from South Acton looked at the valise with 
glances, of concern and apprehension, and then turned on 
me somewhat indi ntly. 

‘Gaul durn ye,” he said, with a subdued sniffle, while he 
took out his handerchief, and began repairs on the valise, 
‘*Gaul durn ye, why didn’t ye tell me this seat was occu- 

vied ¢” 

: Not possessing the physical powers of the Harvard chap, I 
meekly said, ‘* Because he didn’t ask me, He only said if [ 
did not take away that valise he would put his foot on it, 
and I told him I didn’t care, and I didn’t,” od 

He growled and whirled alternately while he ruined 
every handkerchief he could find in his pockets, cleansin 
and polishing that valise, and every time the car door o — 
he started nervously and looked up to see if the “kicker” 
was coming in. By and by, when the valise was restored 
to its primitive neatness, the fat ney laughed, a 
chuckling, smothered kind of laugh. I bent over - tablet 
and scribbled away like mad. The passenger with the sandy 
goatee, said: **Oh dear, oh dear.” The tall thin passenger 
whistled a bar from ‘* The Babies on our Block,” and the sad 

mssenger looked out of the window and sighed as though 
iis heart would break. 

The man from South Acton glared around the car and 
light dawned in his face. 

‘* By gol,” he said, *‘ you fellows hez been lyin’ to me, and 
I know it.” 

And then the genial how] went all along the line, reachin 
| the climax as the man from South Acton gave a savage kic 
|at my innocent valise, and slammed the door after him like 
| a fit of wooden profanity as he got off the the cars at Walt- 
| ham. 

MoraL.—This would be a sad, dreary, desolate world if 
there wasn’t any fun in it.—Correspondence Rurlington 
Hawkeye. 








|A Singular Reunion. 

|_ The persons who were injured in the collision at Jackson, 
Mich., on the Michigan Central, on Oct. 10, most of whom 
| have now nearly recovered, were to have a reception at the 
Hurd House, in Jackson, Dec, 10. They have invited Gen- 
eral Manager Ledyard to be present, and he has accepted, 
provided other engagements do not prevent. 


A Huanting-Car's Trip. 

Some months ago, the Chicago & Northwestern Railroad 
| induced the Pullman Palace Car Company to place upon the 
above line some bunting-cars for the special use of hunting 

yarties. Previous to the building of these cars, Mr. Jerome 

arble, of Worcester, Mass., who is well known in the West 
as a persistent hunter, had built for his own use a_hunting- 
car, called the ** City of Worcester.” On the 2d of Septem- 
ber, this car left Chicago with a party of thirteen gentlemen 
from Massachusetts, who spent some time hunting in Western 
| lowa and Eastern Rebrecke. The party have recently re- 
| turned with a record which shows that they ‘* bagged ” a good 
|deal of game. The shows that they killed, in about sixty 
|days 1,557 prairie chickens, 06 wild geese, 256 ducks, 1 
quails, 17 snipe, ® woodcock, 11 yellow-legs, 20 golden plo- 
| ver, 12 jack-rabbits, 15 gray rabbits, 7 sand-bill cranes, 3 
| merganser ducks, 1 blue heron, 9 pigeons, 2 deer, 2 badgers, 
| 1 coyote, 3 sharp-tail grouse, and 1 raven. All the prairie 
| chickens were killed along the Maple River Branch of the 
| Chicago & Northwestern in Western lowa. As soon as the 
new hunting-cars of the Chicago & Northwestern are com 
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THE BALTIMORE & OHIO REPORT. 


The Baltimore & Ohio Railroad Company was later 
than other trunk lines in securing its Western connec- 
tions. It long had virtual control of a line to Cincin- 
nati, but. it was not until near the end of 1874 that its 
line to Chicago was opened, and it is only recently that 
its control of the Ohio & Mississippi seems to have 
been effected, Thus it had hardly got into position to 
command through traffic when through traffic became 
comparatively valueless by the reduction of rates. Mr. 
Blanchard’s recent testimony before the New York 
Assembly Committee intimates that it was the appear- 
ance of the Baltimore & Ohio as a competitor in new 
tields that caused the slaughter of rates and the long 
series of railroad wars. If not the cause, it was prob- 
ably the occasion, or an occasion. The effect has been 
that while the Baltimore & Ohio succeeded in getting 
a share of the traffic for which it made these exten- 
sions, it did not succeed in increasing its profits 
thereby, at least not to any considerable extent. 
Its earnings and profits have not increased with its 
mileage and traffic, but, until within the past two years, 
have rather decreased. The number of miles worked, 
the gross and net earnings, and the tons of through 
freight, have been as follows for seven years: 


Year ending Through tons Gross Net 
Sept. 30: Miles. ht. eae. earnings. 
1873 inet ORS 265 $15,693, 198 $5,551,575 
1874.,... .... 1,166 752,256 _ 14,947,090 5,485,439 
FS 1,314 872,101 14,444,239 4,535,574 
1876... +0 ,430 1,093, 39% 15,031,236 5,421,379 
1877 1,474 1,047,645 13,208,860 4,981,805 
1878 1,450 1,149,499 13,765,280 5,995,9' 
1879 450 1,425,629 14, 193,980 6,502,384 


In 1875 the Chicago Division first contriouted through 
traffic; in 1876 the Pittsburgh Division became an in- 
tegral part of the system. Deducting these, the gross 
earnings since 1874 have been: 


1875... ... cy tts BE canon osossscnces $11,163,699 
1876.....-.6..05. +. $2,588) BOM e nse t cr cctiiaves 11,442,014 
WEG vc coctecuke seeds 1o's02)557 


Thus the old lines have not been made more productive 
by the contributions of traffic which better Western con- 





nections have brought to them, the cause for which is 





very well known, Most of the time there has been 
little or no profit on the through traffic, and it has not 
been the railroad company, but, if any one, the 
city of Baltimore, that has profited immediately by 
its growth of 90 per cent. in through traffic since 1874. 
We say immediately, because the traffic which has 
thus been built up will yield large profits to the rail- 
road company whenever remunerative through rates are 
secured,as they are likely to be most of the current fis- 
cal year. Since August the Baltimore & Ohio must have 
been making much the greatest profits from through 
traffic that it has ever had—more probably in the past 
three months than in some entire years since 1874. 
Now at last its Western connections seem to be worth 
something to it, and to be likely to justify the sacri- 
fices by which they were obtained. 

Unfortunately, the traffic statistics giv en in the re- 
port of the Baltimore & Ohio Railroad are too incom- 
plete to enable us to compare it with the other trunk 
lines in some of the most important itenss of railroad 
economy. It does not report the amount of work that 
it does. It does not even give the number of passen- 
gers and tons of freight carried on its lines, not to say 
passenger and tonnage mileage ; but only a statement 
of the number of tons of through freight, and of the 
quantities of certain important articles delivered at 
Baltimore; and these statistics are useless for compari- 
son, because the other trunk lines give nothing of the 
kind. 

The through tonnage ef the Baltimore & Ohio last 
year would have been equivalent to about one-third of 
the total tonnage mileage of the New York Central the 
previous year, and to two-fifths of the Erie’s total 
this year. As the Baltimore & Ohio has only of 
late years completed its Western connections, it 
was to be experted that the growth of the through 
traffic would be more rapid on it than on the trunk 
lines further north, which had been in the field longer 
and had already developed their business. It is not 
quite certain, however, that it has been. We cannot 
compare their traffic, as we have said, but from 1874 to 
1879 the Erie’s tonnage mileage has increased 50 per 
cent., without increase in mileage ; from 1874 to 1878 
the Pennsylvania’s increased 26 per cent., and in the 
same period the New York Central’s increased 50 per 
cent. The increase on the latter was fully as great as 
the total through tonnage mileage of the Baltimore 
last year, which makes it altogether probable that the 
New York Central has gained more in quantity than 
the Baltimore & Ohio. The latter has profited greatly 
by the recent great increase in wheat production in 
the Ohio valley, which is largely a local traffic of its 
lines, and it has not gained greatly (until this fall) by 
its Chicago line. 

The Chicago Division, however, at last returns profits 
which probably pay the full interest on the cost of its 
construction. Its gross and net earnings and expenses 
since it was opened have been : 

1874-75. 1875-76. 1876-77. 1877-78. _ 1878-79. 
Gross earns. $959,164 $1,231,786 $957,696 $1,057,559 $1,153,852 
Expenses, . 1,169,332 1,065,083 834,415 628,011 659,321 

Net earns. .......... $166,703 $123,280 $429,548 $494,531 
Deficit $210,168 

The proportion of expenses to earnings has thus 
gradually been reduced from 122 to 57 per cent. Yet 
most of the last year rates on through traffic were very 
low, part of the time the lowest ever known, and this 
division has comparatively little local traffic. It seems 
astonishing, indeed, that under these circumstances 
the expenses should have been but 57 por cent, of the 
earnings. This road, sometimes declined to 
carry when rates were lowest, so that its average 
through rate was probably somewhat higher than the 
average of the other trunk lines which indulged in 
carrying large quantities of freight at 10 and 1245 cents 
per 100 Ibs. from Chieago to New York, The earnings 
and profits of the road are still quite moderate, com- 
pared with those of other roads from Chicago to the 
East, as the following statement of gross and net earn- 
ings per mile will show—all but the Baltimore & Ohio 
for the calendar year 1878 ¢ 


however, 


Gross Net 
earnings, Bepensee. une 
Michigan Central...... $8,550 434 $3,116 

Lake Shore & Michigan Southern. 11,877 * 210 4,667 
Pittsburgh, Fort Wayne & Chi- 

cago nee .16,731 8,848 7,883 

Columbus, ‘Chicago & Indiana 

mtral ...... r 5.915 5,206 709 
Baltimore & Ohio, “Chicago Di- 

Nis <i els: 200s 442 coenerees 4,387 2,507 1,880 


Here we see that the Baltimore & Ohio’s line 
earned little more than half as much as_ the Michigan 
Central per mile, and not three-eighths of the Lake 
Shore’s earnings, while the Fort Wayne’s were three 
and four-fifths times as great, and even the Columbus, 
Chicago & Indiana Centrai’s three-eighths more. Yet 
all these roads except the Fort Wayne include a very 
large mileage—more than their main lines, and in one 
case about twice as much—of branches with 
much less traffic than that of their main lines, while 
the Baltimore & Ohio’s line has no branches. Indeed 
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the latter has bitherto had asmall fraction of the Chi- 

cago traffic. Out of 106,000,000 bushels of grain shipped 
from Chicago in 1878 (38,000,000 by rail), only 2,630,- 
000 went by the Baltimore & Ohio, and in the same 
year it carried but about 2 per cent. of the Chicago 
flour shipments, and but 25,423 tons (4.8 per cent.) of 
its 530,483 tons of hog products. It is only because the 
road was cheaply built that its net earnings equal, 
even now, the interest on its cost, if it is true that 
they do. 

By the way, this line is in many respects like that 
which the Grand Trunk is completing between Chicago 
and Port Huron—not well placed for local traffic, and 
necessarily depending chiefly on through traffic, and 
it is much more reasonable to base an estimate of its 
earnings and profits on those of the Chicago Divi- 
sion of the Baltimore & Ohio than on those of the 
Michigan Central and the Lake Shore, which have 
been mentioned as similar lines. It is to be said in 
favor of the Grand Trunk’s line that it is better calcu- 
lated to command a traffic because it 
connects with roads to New York and Boston, whence 
by far the greater part of the provisions are exported, 
while the Baltimore & Ohio carries scarcely anything 
consigned to other ports than Baltimore, which ex- 
ports very few provisions—little except grain. Of 
course, a better maintenance of through rates will 
affect all the roads that carry through traffic, and this 
is likely to make animmense difference this year. The 
example of the Baltimore & Ohio, notwithstanding 
the smallness of its earnings and profits, justifies the 
acquisition of the Grand Trunk’s line, for two-thirds 
of its reported profits per mile of road last year will pay 
the interest on the cost (to the Grand Trunk) of the 
road from Port Huron to Chicago. 


in provisions, 


But, after all, the Baltimore & Ohio's great source of 
traffic is south of Chicago and the great lakes, and 
chiefly in the Ohio valley, to many parts of which it 
gives much the shortest outlet to the sea. 

The statement of the obligations of this company 
given in its reports is such as to make it difficult to say 
what its yearly fixed charges (for rentals and interest) 
are; some of its lines are leased for a percentage of 
their gross receipts, which, of course, cannot be known 
beforehand. Of the $6,502,384 of net earnings of the 
whole system last year, nothing was paid in dividends 
(within the fiscal year), but the debt of the company 
was largely reduced, and dividends were paid in stock. 
It requires about $200,000 to pay 1 cent. on the 
stock, and $150,000 to pay 1 per cent. on the common 
stock (the preferred being limited to6 percent). Thus 
the increase of net earnings last year was equal to 314 
per cent. on the common stock. So large a proportion 
of its traffic is through, that this company will profit 
very greatly by higher through rates, and the stock is 
so small an amount that very large dividends are possi- 
ble with a quite moderate increase in earnings. *For 
if the present condition of things lasts 
through the fiscal year (and it seems likely to. last till 
July next), an increase of $1,500,000 in gross 
earnings (little more than 10 per cent.), and of 
$1,000,000 in profits would be quite possible, and this 
alone would nearly suffice 7 per cent. on the 
common stock; while the accounts of the past year 
show that the much more than the 8 per cent. divi- 
dend in stock was earned and devoted to reducing the 
debts of the company. The truth is, the $20,000,000 of 
the stock of the Baltimore & Ohio, and virtually the 
$15,000,000 of its common stock, bears all the fluctua- 
tions of profits and losses of the 1,450 miles of its whole 
railroad system. In bad years the whole profits may 
be absorbed by interest and rentals; in exceptionally 
good years it may have a surplus sufficient for a divi- 
dend of 20 to 30 per cent., while at the same time the 
fluctuations in profits may not be extraordinarily great. 
This is incident to any enterprise in which the capital 
stock is but a small part of the whole value of the 
property worked, and makes it dangerous for a rail- 
road company with a moderate fixed capital, not only 
to give its own bonds for a much larger amount for 
enlarging its property, but also, and just as much, to 
lease other roads at fixed rentals, or any other rentals 
that may in bad times exceed the profits from the 
leased property. The Baltimore & Ohio stock, like the 
Pennsylvania stock, has of late years felt the disad- 
vantages of this liability ; now, for one year at least, it 
seems likely to feel its advantages, The corpora- 
tion with $10,000,000 capital, all in stock, adds 
but 1 per cent. to its dividends when its 
profits increase from $700,000 to $800,000; but 
with an equal increase of profits, the corporation work- 
ing a property worth also $10,000,000, but paying $630,- 
000 as interest and rentals for $9,000,000 worth of it, 
and having but $1,000,000 of stock, finds itself able to 
increase its dividends 10 instead of 1 per cent,, just as 
it has to pass its dividends altogether if its profits fall 
off $70,000, while the one with $10,000,000 of stock 


per 


instance, 


to pay 
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would suffer only a reduction from 7 to 6.8 per cent. 
This may seem like unnecessarily enlarging upon aself- 
evident truth. But, evident asit may be, it is very 
much neglected in considering the extent to which the 
values of railroad stocks are likely to be affected by 
fluctuations in profits. The stocks of companies whose 
share capital is a small proportion of their total benefit 
most by a ‘“‘ boom,” as they suffer most by a depression 
in traffic; because the stocks get all the increase, as they 
suffer ali the decrease, in the profits of the corporation. 


THE NEW YORK, LAKE ERIE & WESTERN. 


The New York, Lake Erie & Western Railroad Com- 
pany has issued a few figures from its report for the 
year ending with September last, which include some 
of the most important facts in the results of the year’s 
operations, 

The statement of gross and net earnings, as the re- 
ports of the separate months have indicated, is not 
favorable, considering that the year was generally 
prosperous beyond the average of recent years. 

The gross earnings, expenses and net earnings have 
been, since 1872: 





Year. Karnings. Expenses Net earnings. 
1872-73 . 820,012,606 $13,640,642 $6,371 964 
a. aaa 18,598,899 13,563,738 5,035,161 
1874-75........ ... 16,876,858 12,679,131 4,197,727 
1875-76. ....... 440. . 15,852,461 12,231,202 3,621,259 
1876-77 .. 14,708,890 10,899,840 3,808,0 
Ol . ae . 15,644,978 10,635,864 5,009,114 
1878-79 . 15,942,028 11,174,699 4,767,324 


The gross earnings are indeed the largest since 1875, 
but the net earnings are smaller than the previous 
year, though with that exception they are the Jargest 
since 1874. 

That it has not been for lack of traffic that the profits 
have not been satisfactory is shown by the following 
statement of tonnage mileage and the average rates 
received per ton per mile in these several years : 


-~—Per ton ad mile (cents).—— 

Year. Ton-miles. Receipt. i Profit, 
1872-73........ 1,032,986,809 . 1.454 1.036 0.418 
1873-74 . 1.047,420,238 1,311 0.913 0.399 
1874-75 1,016,618,050 1.209 0.949 0.260 
at OEE 1,040,431,921 1.099 0,885 0.214 
a 1,114,586,220 0.955 0.752 0,203 
oo. ee 1, 224,764,438 0.973 0.674 0.299 
» Ree , 569,223,137 0.780 0.560 0.240 


The increase in freight traffic since 1878 was thus 28 
per cent., but the decrease in the average rate was 
nearly 20 per cent., and in theaverage profit nearly 20 
percent. Thus the profits from freight traffic, not- 
withstanding the increase of 28 per cent. in the tonnage 
mileage, increased only from $8,670,600 to $3,766,100. 
The wonder is not that they increased so little, but 
that they did not decrease. But, notwithstanding the 
increase of 28 per cent. in freight traffic, the freight 
expenses increased only 2.7 per cent. 

Indeed, the astonishing cheapness with which the 
work of carrying freight was done is the most encourag- 
ing feature of the report. We havealwaysclaimed that 
this company could not hope to carry at as little ex- 
pense as is incurred on the other trunk lines until the 
line was made more nearly equal to them in road and 
rolling stock, and the officers of the road have yearly 
been calling for a standard gauge, asecond track, more 
shops, better facilities for handling freight and more and 
better rolling stock. A beginning of these improve- 
ments had been made a year ago, but they were 
not felt much till this year; they are not nearly 
completed, or were not early enough to be felt through- 
out the last fiscal year, but that they have had a de- 
cided effect may be judged by the reduction of the aver- 
age expense perton mile to 0.56 cent—which only a 
few even of the best equipped railroads of the United 
States have ever equaled. Of those reporting in 1878 
we recall only the Pennsylvania, the Philadelphia & 
Erie, the Pittsburgh, Fort Wayne & Chicago, the Pitts- 
burgh, Cincinnati & St. Louis, the Wabash, the Lake 
Shore and the Michigan Central on which the expense 
per ton per mile was as little as 0.56 cent. On the'New 
York Central it was given at 0.602 cent., though if its 
expenses were calculated in the same way as on the 
Erie and most other roads it would probably have been 


much less. Doubtless the great increase in traffic 
helped to reduce the average expense on the 
Erie, and also the fact that the increase of traffic 


was chiefly through; but however effected, it shows 
that it is po sible to work this road, so long far behind 
its rivals in condition, at a very cheap rate, and that 
with tolerable rates, a very large increase of profits 
is possible. The road is now getting tolerable rates, 
and there is every probability that it will continue to 
get much better through rates and coal rates this year 
than last. Doubtless, last year’s traffic was greatly in- 
creased by the unprofitably low rates ; but it does not 
follow that business will be reduced this year by re- 
munerative rates. The rates have been unusually 
good ever since August, and yet, though navigation 
was open, the railréads never before had so much to 
do, 


till navigation opens next spring, the traffic will be 


Quite probably, if the forty-cent rate is continued | “88 








less this year than last, is itmay become necessary 
to reduce the rate before winter is over ; but the rate 
last winter ran down rapidly to 15 cents and less, and 
the average received was probably not much more than 
20 cents for the whole period that navigation was 
closed. Now it is probable, considering the demand 
for grain abroad and the heavy provision movement, 


that 40 cents can be had for a month longer, and 35 i 


and 30 cents until navigation opens next spring, with 
out reducing the traffic below the enormous move- 
ment of last winter. We do not give this as what will 
be possible generally hereafter, but what seems possi- 
ble this winter, which we recognize as likely to be 
exceptionally favorable to transportation because of 
the coincidence of a heavy traffic and high prices for 
the products carried. It will not do at all to assume 
that railroad business will be as profitable hereafter as 
it promises to be this year. For roads doing a trunk-line 
business this year is almost sure to be exceptionally pro- 
fitable—more profitable than the average of those that 
come after it, as wellas those that precede it. The latter 
view seems to be the ouly one which is much considered, 
and many act as if this year was only the beginning 
of a period in which there will be a constant growth 
in profits—more in 1880 than in 1879, and more in 
1881 than in 1880, and so on. 
some Western roads in a half-developed country, but 
is not likely to be true of trunk lines or their imme- 
diate connections. The Erie will have, however, the 
benefit of improvements now in progress or recently 
completed which are likely to enable it to practice econ- 
omies which the other trunk lines have already se- 
cured, That it will have capacity for an increase of 
traflic witl little addition to its construction account 
seems sufficiently proved by the last year’s operations, 
the freight traffic being larger than the New York 
Central ever had until 1877, although the Erie did not 
have a double track throughout the length of 
its main line last year, and will first enjoy 
its advantage during the current fiscal year. 
Indeed, it is hard to say where an example 
can be found of so much work being done by imperfect 
instruments as on this railroad during the past fiscal 
year. It must be remembered, however, that the Erie 
has a much lighter passenger traffic than the New 
York Central and some other roads—heavier than 
the Pennsylvania’s, however, on its ‘‘ Main Line and 
Branches” (Philadelphia to Pittsburgh and branches), 
A very large part of the Erie’s freight is coal—last year 
nearly one-third of the whole tonnage mileage, and 
this traffic nearly doubled last year. The profits on 
this traffic depend upon the price of coal, and both the 
amount of the traffic on different lines and the profit 
on it depend upon circumstances different in many re- 
spects from those that govern ordinary freight traffic, 
and extraordinarily difficult to foresee. It  fluc- 
tuates very greatly from year to year, both in 
bulk and profitableness. Last year, during the 
Erie’s fiscal year, that is, it was perhaps the 
largest and least profitable in the history of 
the business. But so far during the current fiscal 
year prices have been much higher, and, so far as can 
be seen, promise to continue so, while the production 
continues very large. It is noticeable that of the total 
increase in the tonnage mileage of the Erie last year, 
more than two-thirds was coal. The rate on it, which 
until 1878 was usually higher than the average, has 
since been considerably lower. In 1878 it was 0.79 
cent per ton per mile, as against 1.02 on other freight; 
in 1879, 0.64 cent, as against 0.85 on other freight. 

The profits of the past year, after paying interest— 
the interest that became due—rentals, etc., were $1,- 
816,105, which in accordance with the plan of re- 
organization is applicable to improvements. Next 
year about $1,900,000 more interest will be payable, 
so that to meet its obligations the company 
will need to increase its net earnings by about 
$600,000, or about one-eighth. The present pros- 
pect is that it will be able to do much more 
than this. An increase of the average rate received 
per ton per mile of less than four-hundredths of a 
cent (from 0,78 to 0,82) would enable it to do so, with 
the traffic of last year, without counting on any 
reduction in working expenses. This is a much lower 
rate than the company ever received previous to last 
year. The 1878 rate would increase the profits nearly 
$3,000,000. 


THE GRAIN MOVEMENT FOR ELEVEN MONTHS. 


The grain movement for the eleven months from 
Jan. 1 to Nov. 29 for the past four years has been (flour 
reduced to grain) as follows, in bushels: 

1876, 1877. 1878. 1879. 
"70" 
¥ recely .--188, 708,986 182,617,492 241,093,328 267,832,925 
0 
shipments. . 168,238,391 157;887;156 202,256,325 222,844,123 


. 191,127,811 192,287,303 279,368,683 419,113,485 
Compared with last year there is an increase of 11 





This may be true of | Baiti 





per cent. in the receipts of the eight reporting mar- 
kets, of 10.2 per cent. in their shipments, and of 14.2 
per cent. in the receipts of the seven Atlantic ports. 
The Atlantic receipts have exceeded the shipments of 
the eight Northwestern markets by the following 
amounts : 


SURE Pe ret ee Teer  * $89,420 bushels, 
MEE Se none, 000 0ebsnpesecaseoerasans cece scensegs 34,400,237 

EES ae es eens = * 77,112,358 “* 

WOOD ic ddcenrvcsnces ssebacdeeeg. bessccesiene .-+» 96,269,362 “ 


This shows to some extent the rapid increase of the 
through movement by rail. 

Receipts of grain (not including flour) at Atlantic 
ports for the eleven months ending with November 
for four years past have been, in bushels : 





1876, 1877. 1878. 1879, 

New York 68,710,156 76,263,425 120,322,237 126,314,544 

a 12,039,790 12,473820 16,993, 19,995,225 

Portland 1 ‘972, 842 1,053,143 1,650,732 1,260,88 
Montreal. . 11, 793,502 13, 062,474 12,850,517 14,383,586 
Philadelphia. 28,676,935 19,001,459 35,902,671 41,608,835 
Baltimore... 25,806,524 25,290; oad 37,259,000 53,440,805 
New Orleans. 5,311,004 7,117,098 10,041,591 10,379,023 
Total....... 154,400,813 154,261,703 235,020,145 267,472,936 


The percentage of the total received at each port in 
each of these four years was: 





1876. 1877. L878 1879, 

MENS ot .acccsceuutesetensetetaets 44.5 49.4 51.2 47.1 
I .. cxsececedcredenwaesets . 8.1 7.2 75 
I 660.4 cd cnseesssesceeentwened o> 1.3 0.7 0.7 0.5 
SEES « ccc ccccctobecdececdboseveges 7.6 8.5 5.5 5.4 
ER ere 18.6 12.3 15.3 56 
ih scosce ened oth ueaepedenasel 16.8 16.4 15.8 20.0 
BNP NORES, «os 0000 sees sbpbures . 84 4.6 4.3 mf) 
MD fon 0'0 5.000 ddr’ oe ph uneennoe’ 100.0 100, 0 100.0 100.0 


Comparing the percentages of New York with those 
of Philadelphia and Baltimore taken together, we have: 


1876. 1877. 1878. 1879. 

Rn 0b 00 000005050609056b0 44.5 49.4 61.2 47.1 
Philadelphia and Baltimore ... 35.4 28.7 31.1 35.6 
The three cities . 79.9 78.1 82.3 82. ~ 82.7 


New York’s proportion is greater than in 1876, bu 
smaller than in the other years; Philadelphia's is con- 
siderably less than in 1876 and a trifle greater than last 
year; Baltimore’s is considerably larger than in any 
other year; the three together received nearly five- 
sixths of the whole this year and a larger proportion 
than in any of the three preceding years. 

Comparing New York and Boston together with 
Philadelphia and Baltimore, we have: 











_ 1877. 1878. 187A, 

New York and Boston......... 57.5 58.4 54.6 
Philadelphia and Baltimore... 35, ‘4 28.7 31.1 35.6 
The four cities ......... 87.7 86.2 80.5 90.2 


This year the four cities have more than nine-tenths 
of the total receipts. Taking the quantities received, 
each place, except Portland, has received more this 
year than last or any preceding year, but the gains are 
by no means equal, Baltimore’s increase over last 
year is 48 per cent. ; | eee 8, 18 per cent, ; Philadel- 
phia’s, 16 per cent, ; Montreal’s, 12 per cent. ; New 
York’s, 5 per cent. ; New Orleans’, 3°¢ per cent., while 
Portland has a loss of 24 per cent. 

The increase this year over each of the three pre- 
ceding years, and the increase or decrease of each 
place, compared with its receipts in each of these years, 
have been : 


In 1879 more or less than in 1876. 1877. 1878. 

New York, more............ 57,604,388 650,051,119 5,992,307 
Boston, more.... ¥ 7,955,466 7,521,436 2,001,859 
ee ee ERTTTEET EEL ee 207,744... nee, 
Portland, less.. . com TOR TE: > os gene 389,845 
Montreal, more. ce 2,590,084 1,321,112 1,523,069 
Philadelphia, more. .. 18,021,900 22,697,376 5,796,164 
Baltimore, more. ....... 27,544,281 28,150,521 16,181,805 
New Orleans, more.... 5, 067; 959 3. 3261, 925 347,432 


Total, more,............ 113,072,123 1 3,211, 233 32,452,791 

The gain of New York has been equal to more than 
one-half of the total gain since 1876, but to less than 
one-fifth (18.5 per cent.) of the gain since 1878, The 
gain of Baltimore has been nearly one-fourth (24.4 per 
cent.) of the total gain since 1876, and very nearly one- 
half of the gain since 1878. The gain of Philadelphia 
is more than one-ninth (11.5 per cent.) of the total gain 
since 1876, and 18 per cent. of the gain since 1878— 
nearly as great as New York's since last year. 

During the month of November New York improved 
its position materially this year (its percentage rising 
from 45.8 to 47.1), as it has in a greater or less degree 
in the other years, varying with the proportion of 
water shipments to total shipments, which themselves 
vary much with the rail rates, high rail rates tending 
to make large lake and canal shipments and large New 
York receipts. 

Rail rates were low and irregular this year until 
about the end of August, and at thut time New York’s 
proportion was 43.4 per cent. of the whole. Since 
that date, rail rates being higher and well maintained, 
New York’s share has increased to 47.1 per cent. 
Taking the actual receipts for the three fall months 
of good rail rates and open navigation the receipts 
have been: 





1876 1877 1878 1879 

New York..... 25,771,782 41;225,135 46,788,597 50,002,247 
Se 3,846,897 4,499,607 4,402,445 6,541,105 
Portland... . 244.400 286,700 149,978 22,008 
Montreal . 3.609, 536 1 5,168,799 6,865,476 
Philadelphia. ... 7,181,935 10,455,861 9,496,055 
Baltimore 6,241,500 A 10,898,100 16,417,075 

New Orleans 976.574 1, 004,167 1,706,790 =2,250.2 
Total. 47,872,624 60,682,413 79,570,577 V1.R79247 


Thus while New York received 48.4 of the whole in 








ome 


the eight months ending with August this year, it has 
received 54.4 of the whole in the three months since; 
Baltimore, which had received 21.1 of the whole down 
to September, has had but 18 per cent. since, and Phil- 
adelphia, which had 18.8 per cent. of the whole in the 
first eight months of the year, has had but 10.3 in the 
last three months, and Philadelphia and Baltimore 
together, which received 89.4 per cent. of the grain 
down to September this year, have received but 28.3 
in the three fall months. 








COUNSEL ON THE GAUGE QUESTION. 


Il, 

In the article last week evidence was presented of 
such a character as can leave no doubt that the differ- 
ence in cost of locomotives and cars of standard and 
narrow gauge isso small that, to quote the language 
of one of the witnesses, it was ‘‘ not enough to include 
in estimates of cost of building and equipping a road,” 
and the difference in weight is equally insignificant. 
In fact, as was pointed out then, if light cars 
were designed for the standard gauge, as much, or 
more, might be gained by shortening the lougitudinal 
timbers as is saved by diminishing the length of the 
transverse parts for the narrow gauge. It also ap- 
peared that when rolling stock must be shipped long 
distances, the difference in freight, due tothe fact that 
engines and cars for a narrow gauge must be carried 
on special cars, would actually increase its cost over 
that for a standard gauge, which could go on its own 
wheels. The amount of this increase will of course 
depend upon the distance which the locomotive and 
cars must be transported, 

It being established then that the weight of rolling 
stock of the same capacity and character is the same 
for both gauges, an important consequence follows. It 
has always been, and still is, assumed by the advocates of 
the new system that the rails for a narrow-gauge road 
may be lighter than those for a standard-gauge line. 
But, obviously, if the weight of the rolling stock 1s the 
same for both gauges, the rails need be no heavier in 
the one case than the other, and consequently the rail- 
splices, bolts, spikes, frogs and switches may all be 
of the same size, weight and cost. In _ fact, 
it may be shown that in this respect a wide-gauge 
road has somewhat the advantage over a narrow one, 
on account of the greater stability of rolling stock on 
the former. This is illustrated by the difticulty which 
a person experiences in standing in an erect position 
with his feet near together in a rapidly moving 
railroad car or wagon. By spreading his feet 
wide apart, however, it is possible to maintain 
that position with much less muscular’ exer- 
tion of the feet than is required when the 
latter occupy a narrow-gauge position. The same 
thing is true of a railroad vehicle. If the wheels are 
as far apart, the lateral oscillations will exert less8force 
on the rails than they would with a narrow base. This 
is a reason, therefore, why the rails of a wide-gauge 
road, with the same weight of rolling stock may be 
lighter than for a narrow-gauge line. We may then 
dismiss from our minds at once and finally the idea of 
economy for the narrow gauge in these important 
items. 

But the narrow-gauge advocate will say : You must 
surely admit that there will be a saving in the length 
and cost of cross-ties for a 83 ft. over a 4 ft. 81¢ in, 
gauge road, because in the one case they must be 1 ft. 
8t¢ in. longer than in the other. Now we will not 
admit this without a qualification, which is important. 
To make it clear, however, a little preliminary explana- 
tion is needed. Every one has observed in passing over 
soft, muddy earth, that if he steps ona piece of board 
he will not sink so deep into the mud as if his weight 
was supported on his shoes alone. The reason is that 
the board presents more bearing surface on the mud 
than the soles of his shoesdo. Now, the same prin- 
ciple applies to railroads. A locomotive or a car 
is a weight which must be supported on the 
comparatively soft and yielding sub-structure. 
If the rails rested directly on the earth or ballast 
they would at once sink into it. but, by interposing 
cross-ties, which present a broad surface, just as the 
board does, the weight of the vehicles is sustained by 
the ties in the same way as that of the foot passen- 
ger is by the board, The general principle, then, 
that the bearing surface, to carry a weight 
in a yielding material, must be in proportion 
to the weight, will require no proof to be rec- 
ognized as true. That is, heavy cars and engines must 
be supported on a larger bearing surface of cross-ties 
than lighter ones, from which it follows that, if the cars 
for the one gauge weigh the same as those for the 
other, the bearing surface of ties may be the same in 

each case, 

Now to leave this line of reasoning, let us see what 
are the actual dimensions of cross-ties used on narrow- 
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gauge railroads. These are given in the aauneel 
table for 59 different narrow-gauge railroads in this 
country and British America. Several other items 
of information or interest are also given in the table, 
to which reference will be made hereafter. 

Of these 59 roads, 58 are of 3 ft. gauge, and the cross- 
ties on 41 of the latter are 6 ft. long. It may there- 
fore fairly be inferred that a 3 ft. gauge with cross- 


ties 6 feet long was considered the best practice by the | ties. 


great majority of the projectors of these roads. 


Figl 
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would be absolutely no difference in the amount or 
cost of grading for the one gauge over the other, with 
the same alignment of road. 

If, however, we lengthen the ties, for a light 4 ft. 
814 in. gauge, to 7 ft., we will then have more bearing 
surface and therefore a better track than we would 
have with 6 ft. ties and a3 ft. gauge. Hundreds of 
miles of standard-gauge roads have been laid on such 
Let us see then how much difference there will 


Fig. 1 | be in the quantity of material to be moved in-grading 





























reprerents such a cross-tie, with rails laid 8 ft. apart. 
Fig. 2 represents a tie of the same length with the 
rails laid 4 ft. 81¢ in. apart. It will be seen that there 
is a space of 55g in. from the outer edge of the base 
of the rails to the edge of the tie, which would give 
abundant room to drive a spike, and, with some kinds 
of timber, without danger of splitting the tie, so that 








if the surface of the grade is made 8 ft. 


wide for a 7 
ft. tie instead of 7 ft. for a 6 ft. tie. 

Figs. 4 to 8 represent sections of embankments 4, 6, 
8,10 and 12ft. high. The black section or centre 
prism in each represents the area due to a difference 
of one foot in width. The areas have been calculated 
and also the percentage which the area of the centre 





it is evident that a standard-gauge track could be laid prism bears to the whole, and these are given 
on the same ties that are used on the great majority of to the right of each engraving. The _ percent- 
narrow-gauge roads which have been built. age of difference, it will be seen, diminishes as 
As a matter of fact, a year or two ago, the height of the embankment increases, and 
about 6,000 ties 6 ft. long, were laid on the! varies from 7.1 to 3.8 for an embankment 
Pleasant Hill Branch of the Atchison, Topeka 12 ft. high. For one double that height the difference 
& Santa Fe Railroad, which is of + ft. 81g in. gauge, would be only about 2'4 per cent. Figs. 9 to 10 repre- 
the reason being that there was a scarcity of wide- sent sections showing the material which must be re- 
gauge ties, and those which were cut for a ner. moved from cuts, the difference being represented by 
row gauge road were at hand, and were used the black centre prism as before, the percentages of 
instead of the former. Now it is not said that difference varying from 4.3 to 2.9, Fig. 14 represents 
this is desirable practice, but it is believed that a a cut ona hill-side, the slope of which is the same as 
4 ft. 814 in. gauge track laid in that way would haveas that of the cut itself. The difference in 
much stability as a 8 ft. track laid on the same ties. If, the amount of the material to be moved 
then, the same ties are used for each gauge, there in such a case is represented by the black 
| | | 
Weight ier Le a Section Steepest Radius 
rails which of grade onof shortest 
NAME OF Roap Gauge were laid cross ties.| cross-ties. main line. | curve on 
last. Ft. per mile.|main line. 
° 3 : ‘ zs (5«8 in.) | a " 
Houston, East & West Texas oft. Gin. 30 Ibs, 6 ft. 15x10“ ( 27 ft. None. 
Bevane, Hantoul & Master... 0s vcocsccevsessesscessesens 3° 35 6" 5x6 * . se 2,000 ft- 
Longview & Sabine Valley... ......... .ccceccececseccseenens 5 .. Peg 6x8 52.8 | 1,910 
Philadelphia & Atlantic City ee 3ft. Gin. 40 6 ft. Gin.|..... 50 : 1,000 * 
Covington, Columbus & Black Hills... P| oe 35 a? eo! ox 80 * | aoe” 
Bingham Cafion & Camp Floyd der 3 30 - Ney 7X7 280 “al 955.4 ** 
Cheraw & Chester Es tak Teoh es aibeceue eee 30 6° 6x6 “ 115 a 
Potomac, Frederic ksburg & Piedmont....... Se ste 30.” 6° 5x6 105 . 955 * 
Covington, Flemingsburg & Pound Gap 3" 42 6“ 6x7 ° 90 . 820 “ 
Columbus, Washington & Cincinnati jo * 35 @” 6x7 R4 2 ” 
Painesville & Youngstown .............ccccsccesccce soseees a> 35 e * 6x8 80 7.3 “* 
SR RT ER ree pNP. ? A Rg 30 * hes 5xs * 78 . “ 
III cg coxa sGccesccs's osecpices sbavesescas¥ve 3ft. Gin. 56 “ . ta 6x7 106 4 “ 
Paw Paw, Toledo & South eet < ovirad <eexdecdinth ie Bag 30 * ee 5x7 * 125 ee 
Santa Cruz. TEE EES RaTRES lc 5 ORL Kaba bdp a kees See hse hem Rie : 35 CT e* 6x8 105 - ” 
Ligonier Valley........ a * ee "ty 7x6 53 o .6 ** 
Dayton & Southeastern ee RL 35 CT Be 76 “* 37.Cti* us 
Chester & Lenoir... ; SSS Bie a eer .-jo ** 30° 6" 6x6 105 1 a 
Pioche & Bullionville ud ivevnkibbiaboakebsnies’ beatae. 25 ¢ ay 4x6 * 260 g 
Eureka & Palisade. - 3  * 5ft.4in.| 5x6 “ 105 ’ ", dleg 
Cincinnatl & Hastern..............cccceescssccecevees a "eee S.* 5x7 120 ¥ bes 
i as on 0s: vn 00s 59 p'en when bed MRRkse WSR ee m Aes .j3 * ae 6ft.3in., 6x8 75 ad we 
umomed, Grey & BUCS. ....... 2 eee sccsccccccacsesese 3ft. 6in, 56 “ 7ft.6in.| 6x8 110 . » 
Little River Valley & Arkansas................. - Oo 30 ¢* 6x6 26 os 
nn, ns vat cbepenc hn takace >< SAeukies gs 50 ¢* 6xKR * 53 w* 
SED COMED WOOD. coc op cevddawoseccVesvdectisépenet bes 35 6* 5x8 116 . #6 
NE ECR EE ee TT Pee eT ee 3 6in,. *50 7ft.8in., 5x6 * 74 4 a 
Bedford, Springville, Owensboro & Bioomfield... .... ” ees 3 * 6 « 6xs * 85 . 383.1 * 
Iowa Eastern........... el ey 43 35 6° 4x7 90 . 383 
Waukon & Mississppi. ie PE ae Ley TOE, 30 in 6x8 * 132 4 375 = ** 
East Broad Top Railroad & Coal Co tsa gave 3 °° +40,4! 58 50) 6 ** Ge: * 140 “5 338.3 * 
Worcester & Shrewsbury bhekl eeenee bade a #5 Tbs. 6 ft. 6in,| 5x6 16 * 328.6 ** 
Wasatch & Jordan Valley.... 3‘ 30 o.% 7X7 225 ee 319.6 ** 
Springfield, Jackson & Pomeroy........--. 0.600505 ceeeveeeeues - ae 35 Gg.¢ 6x8 *“ 80 319.6 
Walla Walla & Columbia River............ he _ ie Se 80 os 302.9 * 
Minnesota Midland bia i 35 Bas 6x7 62.8 “ 300 “ 
North & South Railroad of Ge sorgia ax ae 30 5ft.6in.; 5x8 “ 90 . 300 * 
Peach Rottom..... : ; na pebeeeadseene 30 eo: 6x6 116 F 300 * 
Cincinnati & Portsmouth 7 Hips ant es te ee he 35 6° 5x8 132 . 288 ‘ 
Foxburg, St. Petersburg & C Marion _. 40 6 6x6 * 149 = 287.9 ** 
Wheeling & Lake Erie. . 13° 35 ie «ao 52 : 250 “ 
SER Ee TN oe vii. u: opine 0660p esi padscces ww 35 6“ 6x6 137 * |” 
Natchez, Jackson & Columbus 83ft 6in. 35 +6 * 5x6 ‘ 90 a oo * 
Bellaire & St. Clairsville. : DEV ec icles 3 ** 30 6" 5x7 119 : 200 * 
Boston, Revere Beach & Lynn... aaa eee e ee Ke 50 ee 1x6 70 z yt, | ld 
Pittsburgh Southern....... awee - An 30 * 6 5x8 190 “| 1932° 
nver & Rio Grande..... shters icnabees ++cenene §30 : tt 6in. 6x8 217 . 193 °‘ 
Olean, Bradford & Warren. We 40 6x6 “ 128 * 190 “ 
Martha’s Vineyard.. vohue 30 3 5x6 56 4g 175 * 
Billerica & Bedford.... ie 2d 4 ft. 6in.) 4x6 *‘ 158 " 167 
Waynesburg & Washington na ie e* 5x8 | 140 164 
Monterey & Salinas Valley. ...... .......0eecseeee- 3 * 35 * 6 & 8 ft. 6x8 105 si 100 
I CIS an. od hin wane Vu edad, AER PAT he LOD PS 400 0058h 3* 25 * 5ft.6in.) 5x7 “ 150 i 65 
Painesville, Canton & Bridgeport ve he 30 |S PERE CR 85 Wit pede ieltees 
Fond du Lac, Amboy & Peoria............. ao 30 * 7ft.6in.) 56 60 3 
New Brunswick Railway . 3ft. Gin. 40 * . ae 6x7 so. CO ** 
Galena & WiMCOMMB ss cee. sac. ccc cceccccaeceaee je 8 6“ 6x6 “ 70 “ 
Uvah Western. _* 30 * 16* 6x7 67% “ 
St NR TI cases cde enniaee bane dettanen o's a 50 e 6x8 121 ‘ 








* 40-lb. iron, relaying with 50-Ib. steel. 
+ 40-lb. on low grades; 45 on 


; Now Leas ties 7 ft. long and 7x6 in, 
Steel. 


sees one opeceneting 100 feet per mile; 50-Ib. on grades of 140 ft. 
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prism 6 in, wide on the right side. The percentage of 
difference is 4.16. Figs. 15 and 16 are cuts on a hill- 
side the slope of which is less than that of the sides 
of the cut. The black prism on one side of fig. 15. 
and the two, one on each side, of fig. 16, represent the 
difference, which in percentages is 7.5 in each case. 
But it will be said that in rock cuts and tunnels, 
where the sides are vertical or neai ly so, the difference 
will be very great. Let us see. If cars with bodies, 
say 7 ft. 6 in. wide, will accomodate any given traffic 
on a 8 ft. gauge track, it is hard to understand why 


| they will not accomodate it on a 4 ft. 81g in. gauge. As 


it therefore follows that cars of the same width may be 
used in either, it can readily be understood that there 
i3 no difference whatever in the quantity of material 
to be removed for a tunnel in rock cut for a road of 
either gauge, inasmuch as the width is governd hy 
that of the car-b-dies and not by the distance between 
the rails or length of cross-ties. 


It will thus be seen that even if we make the cross- 
ties 7 ft. long, and thus secure a better track of the 
standard gauge than is possible with 6 ft. ties and a 
narrow gauge, the difference in the quantity of material 
in the cases which we have illustrated will vary all 
the way from nothing in a tunnel and rock cut to 
716 per cent. in a side hill, as shown in figs. 15 and 16, 
As the nature of thecountry through which roads are 
built is infinitely various, it is impossible to establish 
any definite ratio for the difference in quantity or cost 
of grading out of the causes just explained, but if we 
take an average between 0 and 7!; per cent. which 
would be 8°4 per cent., it will represent in some rough 
way what the difference would be. In the blank 
statement of the cost of u road, published last week, 
the cost of ‘‘ graduation including tunnel excavation "’ 
was given as 23.6 per cent. of the total cost of the road. 
The line which supplied these figures was built, how- 
ever, through an exceptionally rough country, so that 
the cost of graduation was unusually high; but even 
taking it as there represented, if it was reduced 3°4 per 
cent, the diminution in the total cost of the road due 
to thi: item would be only a small fraction over 7, of 1 
per cent.; assuming, too, that the reduction would bein 
proportion to quantity, which it would not be, because 
a large proportion of the cost of doing such work con- 
sists in getting ready to do it, that is, in getting the 
men, horses and carts and the * plant” generally on 
the ground, It is certain, then, that the differ- 
ence in the cost of grading of two such roads 
as have been described built on the same alignment 
would be less than 7 of 1 per cent. of the total cost 
of the road, 


But our enthusiast will say, This is not a fair com- 
parison, because much shorter curves can be used with 
anarrow gauge than with the standard gauge. In an- 
swer to this it is only necessary to call attention to the 
New York Elevated roads. On the Metropolitan or 
Sixth avenue line they are now running 804 trains, 
and on the Third avenue line 670 trains daily—the 
largest number of trains run on any roads in the 
world — over the curves given in the following 
table: 


CURVES ON THE NEW YORK ELEVATED RAILROADS. 


~ a ay 
se s2 igegss 
ge | ge igo 8 
re we TS ae 
LOCATION OF CURVES 6 “Ro 
=) ™ ~a”™ 
= % —¢. 
_ Pigs 
= 4 a 
bs = ® Fat 
Metropolitan Elevated Railway: 
Battery . psibvade deb ennvee *120 120 92 
Peete a Lace *170 1s) 3 
Intersection of 
Murray and Church sts ; 10514 90 4 
Murray st. and College place......... 0 103% i 
Amity st. and South Fifth ave 10314 uu 105 
Amity st. and Sixth ave ‘ Wo 103% 90 
Sixth ave. and Fifty-third st. : 103% 2 ow 
Fifty third st. and Nintu ave.... 100 125 iM 
Ninth ave, and 110th st 3 ; 354 378 ow 
110th st. and — av e 378 854 wo 
Third Avenue Line: ¥ 
Battery ...... phewtis's 120 152 66 
Coenties slip . Soy ke ee 1331 1:20 
7 ~ cee crorsece 2 4151 119 VW 
Pearl street be odees ‘ea . 400 412 a 
Forty-second street..... ... ' 125 f 


* Reverse curve. : 
+ Reverse curve with 20 feet of straight treck between, 


By comparing the latter with the last column of the 
table of narrow-gauge lines, it will be seen that but one 
of these 59 roads has curves as short as those on the 
Metropolitan line, and that one, we are informed, had 
for its equipment one engine, two passenger 
cars and seven freight cars. In the Railroad 
Gazette of Oct. 4, 1878, page 481, a list of 
curves in use on standard-gauge roads—some of them 
with a very heavy traffic—was given. The radii of 
these were as follows: 410, 400, 395, 383, 875, 820, 510 
600, 246, 288, 175, 150, 125, 108.5, 100, 90. 55. 50 and 4h 
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ft. Itis, therefore, idle and fatuous to claim any ad- 
vantage for narrow-gauge roads in this respect. If 
they have any such advantage, it is obvious from the 
facts we have given that the projectors of the roads 
which have been built have not availed themselves 
of it. 

This article is, however, assuming such proportions 
that it will be necessary to postpone its conclusion 
until next week. 


Record of New Railroad Con 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Dayton d& Southeastern.—Extended from Chillicothe, O., 
southeast to Richmond Dale, 11 miles. Gauge, 3 feet. 

Cleveland & Mahoning Valley.—A branch of the Niles & 
New Lisbon Division is completed from New Lisbon, O., to 
the Cherry Valley mines, 8 miles. 

Chicago, Milwaukee d& St. Paul.—Track is laid on the 
new Short Line between St. Pal and Minneapolis, 9 miles, 

Nevada Central,—Extended from Mound Springs, Nev.. 
southward to Hot Springs, 15 miles. Gauge, 3 feet, 

Louisville, New Albany & St. Louis.—Extended from 
Francisco, Ind., eastward to the Pike County line, 744 
miles 

St. Paul, Minneapolis & Manitoba,—The Branch Line is 
extended from St. Olof, Minn., west by north to Barnes- 
ville, 44 miles. 

Lake Brie & Western. —Extended from Ft. Recovery, O.. 
westward to Portland, Ind., 14 miles. 

Northern Pacific.-Completed to a point fifty-two miles 
westward from Mandan, Dak., an extension of 12 miles. 

Burlington, Cedar Rapids & Northern.—The lowa City 
Division is extended from Iowa City, Ia., southward to 
Riverside, 13 miles. 

St 


struction. 





Louis & San Francisco.—The Kansas Division is ex- 
tended from Neodesha, Kan., westward to Fredonia, 19‘, 
miles 

Cincinnati Southern.—Completed by laying track from 
Rock Creek, Tenn., to Bear Creek, 34 miles. 

This is a total of 182 miles of new railroad, making 3,445 
miles thus far this year, against 2,207 miles reported for the 
corresponding period in.J878, 1877 in 1877, 2,177 in 1876, 
1,237 in 1875, 1,767 in 1874, 3,507 in 1873, and 6,885 in 
1872. The construction reported this year is now only 62 
miles less than that for the same period in 1873, 


\ New Pacrric RartLRoap is contemplated by an agree- 
ment made between certain officers of the Atchison, To- 
peka & Santa Fe and the St. Louis & San Francisco rail- 
road companies (yet to be ratified by the directors) for 
constructing and using in common a line from a junction 
with the Santa Fe road in New Mexico, near its present 
terminus, westward to some point on the Pacific coast, under 


the charter of the Atlantic & Pacific Company, now 
owned by its successor, the St. Louis & San Fran- 
cisco. Such a tine would follow generally the 5th 


parallel, passing a little north of the centre of New Mexico 
and Arizona, and entering California a little north of the 

vtitude of Los Angeles. A preliminary survey was once made 
of the live, or part of it, for the Atlantic and Pacific. For 
nearly the entire distance the country is extraordinarily 
difficult and desolate. The distance from the junction is re- 
ported to be 1,000 miles, but that must be to a point on 
the Pacific nearly due west of the junction. To reach 
San Francisco would require some 300 or 400 miles more, 
There is now almost absolutely nothing to support a railroad 
on the whole line until within a very short distance of the 
Pacific, but doubtless some support may be counted on from 
grazing in western New Mexico and mines in Arizona. 
very definite description of the route is given, however, and 
doubtless the charter will permit the selection of one wher- 
ever it may appear best. 

It has heretofore been supposed that the Atchison, Topeka 
& Santa Fe would join with the Southern Pacific to make 
a route to California. The announcement that the Texas & 
Pacific would work in connection with the Southern Pacific 
did not make this any the less probable. 
why 


There is no reason 
Southern Pacific should not serve equally well 
all the roads that may meet it at its eastern terminus on the 
Rio Grande, just as the Union Pacific does all the roads that 
connect with it at Council Bluffs. The experience of the 
Southern Pacific, which was able to choose its ground 
and is in operation for most of the distance to be traversed 
to the new line, but some 150 miles further south, does pot 
encourage the building of a parallel road for the local traffic. 
The object must be the through traffic. Now, the through 
traffic gives a very good support to the single line now exist- 
ing; but by the time the Atlantic & Pacific can be com- 
pleted, there will probably be not one road, but four, 
and if that road should get one-fourth of the 
t would almost certainly not get one-fourth of the 
present profits from through traffic, first because the cost 
of carrying one-fourth of the traffic on one road would be 
more than one-fourth of the cost of carrying the whole on 


the 


even 


whole, i 


one road, and secondly because with four roads competing , 


for the freight, rates doubtless would be reduced. 


There is a widt-ypread delusion as to the amount of the 


through Pacific traffic, and some seem to think that for a 


trunk line to get a part of itisa great acquisition, when 
some little road west of Buff:lo, a hundred miles long, might 
give them more than the total receipts and shipments of 
Pacitic freight at New York. Future roads to the Pacific, for 


a long time to come, must be supported chiefly, 
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satisfactory, and if there 
similar development in Western New Mexico, Arizona and 
Eastern California, there would be good reason for extend- 
ing the Colorado and New roads through those 
districts; but the company that builds a line througha 
desert twelve or fifteen hundred miles expecting to be sup- 
| ported by the through Pacific traffic is likely to be disap- 
pointed, 


Mexico 


A BILL TO PREVENT RAILROAD ACCIDENTS has been intro- 
| duced into the United States Senate, which is one of the 
| least wise projects for legislation that has ever been pro- 
posed in any country, we imagine. It provides that it shall 
be the duty of railroad and steamboat companies “ to adopt 
and put into continued use on their cars or boats such inven- | 
tions and improvements as, upon practical and thorough 
trial tests, actually contribute to the comfort, security 
and safety of And in order that there} 
may be no doubt as to what these inventions and improve 


passengers.” 


ments are, it provides that a commission of ten persons shall 
be appointed by the President from a list of fifty to be 
selected by a convention of railroad and steamboat superin 
tendents who shall examine and decide what improvements 
have these advantages and shall be adopted, with the au- | 
thority to prescribe the amount of royalty that may be 
charged for such of them as are patented. 

We do not understand why the provisions of this bill 
It 
would be equally applicable to mining and manufacturing 
establishments and many other private industries, which 
do not always use those appliances which ‘* contribute to the 
comfort, security and safety” 
and others liable to 
for instance, liable to 
of a in a building which he passes, and it | 
is that the best safety valve or other appli 
ance or method of construction or inspection be adopted | 
to prevent explosions. 


should be limited to railroad and steamboat companies, 


of their employés, patrons | 
affected by them. Anybody, | 
killed by the explosion 


be 
is be 
boiler 
desirable 


Why not have a government com- | 
mission decide what is best and prohibit the use of anything | 
else ? Instead of that, civilized governments bave usually 


contented themselves with making the owners of such things 


liable for the damage done, and so making it for 
their interest to know what is best to use. It somehow 
seems to be assumed that the persons whose for- | 


tunes largely dependon the proper selection of safety ap 
pliances will have-less skill and zeal in doing it than a per 
son who has no particular interest in the matter, who hap- | 
pens to be made a government official. It is unfortunately 
true that railroad corporations often manifest extraordinary | 
stupidity and unaccountable negligence in these matters. | 
but it is also true that once in a while they have | 
to pay an immense sometimes as much 
half-aillion dollars fault, -and that 
one possibly much interest 
they in securing safety, the case with manu- 

facturers, etc. Certainly, to commit to a single body of ten 

men absolute authority to say just what safety appliances 

shall be used would be to place such a barrier in the way of | 


every 
fine 
their 


as 
for 
have so 


else can 


as 


as 1s 


just 


progress as no civilized country has ever yet attempted. In | 
these things. as in so many others, improvement | 
is a process of evolution—a survival of the fittest | 
out of a multitude of individuals whose fitness 
can only be proved by their existence—by the pro- 


longed experience with them under infinitely varying cir- 
cumstances, which no tests, however thorough, by any «om- 
mission, however able, can replace. The proper use of tests 
of new appliances is to decide whether they deserve a pro- 
longed trial on a large scale, not to determine whether they 
should be universally adopted. 





THe CHicaco & NORTHWESTERN’S HALF-YEARLY STATE 
MENT, accompanying the declaration of dividends on both 
preferred and common stock, covers the six months ending 
| with November, the first half of which was a period of light 


| east-bound traffic and the last half one of only fair traffic 


| for a great part of the lines of this road. 
however, 


The whole period, 
was one of considerable general activity—there 
having been a large immigration to the country on its Min- 
nesota lines and unusually heavy shipments of lumber, sup- | 
plies, etc., to them. 


There was not a good crop of wheat on 
these lines last summer, 


but it was much better than last 
| year’s, besides covering a much larger area, so that, while a 
normally iarge business is not tobe expected this year, it will 
doubtless be decidedly larger than last year’s. 


The company 
has a large new mileage which with fair crops will add con- 
siderably to its traffic after this year, but it will require 

|something to support them—that is, to pay the interest on 
their cost—and if it that 
tremely low, it would be a question whether they would earn 
their interest for some yeers to come. They seem to have 
been built just in the nick of time, as if the contracts were 
to be let now they would cost a great deal more. Eventually 
these cheaply acquired lines are sure to add largely to the 


were not this cost has been ex- 


| circumstances which cannot be foreseen—the price of wheat 
and the yield at the next harvest and after being very im 
| portant elements. A good crop in Minnesota and Dakota 
| next summer, and geod prices for it, would cause the coun 
| try on the new lines of this and the adjacent roads—the 
| Milwaukee & St. Panl, the St. Paul & Sioux City, the 
| Southern Minnesota, etc.—to be developed with great 
| rapidity. 

THE OLEAN, 


BRADFORD & WARREN RaAILROaD, a little 


} . — : 
per- | narrow-gauge line that connects the Erie with the Bradford 


haps almost wholly, by the traffic of the country on | oil regious, must be one of the most profitable in the coun- 


their lines. The development of the traffic as far west| try, The report for the year ending with September last | 


; : - | 
as Colorado and New Mexico has certainly been very | 
were a good prospect of a| 


| trusses are explained : 


| traffic of the road, but how soon this will be depends upon | 
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shows that $31,000 was paid in dividends, and as the capital 
stock paid in is but $60,000, this is more than 50 per cent. 
on the stock. Oil railroads, however, must make hay while 
the sun shines, for a time usually comes after a few years of 
prosperity when there is nothing left for them to do, and 
there have been seyeral cases where such roads have been 


| actually abandoned, though at one time very profitable, and 


more where the profits have been reduced to a very small 
fraction of the former amount. 


EicgutTy THOUSAND DoLLarRs DaMaGEs is what a London 
physician recovered from the London & Southwestern Rail- 
way Company, about two weeks ago, for personal injury 
in an accident, in which the Judge said that he considered 
the company “singularly free from all moral blame.” It is 
losses such as these that lead soulless corporations to be 
careful, to adopt good brakes, good signals and employ 
capable men. They cannot afford to hurt people. 


NEW PUBLICATIONS. 


Iron Bridges and Viaducts, Part I.; Calculation and Con- 
By N. 


struction of American System of Tron Trusses. 
Sytenko, C. E.; St. Petersburg, 1879. 
This is the translated title of book 


a in the Russian 


| language which has just appeared. 


tussia has extensive territories, to develop the resources 


|of which requires many miles of railroad communication. 


In the south and east the country is mountainous, and it 
is there that the American system of iron bridges and via- 
ducts would be of great advantage. It enables the line 
instead of following steadily the course of streams to take 
short cuts, and it freyuently dispenses with costly earth or 
stone work, 

To direct the attention of his countrymen to the above 
advantages, as following the adoption of the American sys- 
tem Mr. Sytenko presents his book. 

In this—first—part of the work, after some introductory 
chapters, the calculations and construction of the following 
Murphy-Whipple, Jones or Howe, 


| Linville or Pratt, Triangular, Fink, and Bollman. 


\ short chapter, which compares the American, or pin- 
jointed, with the riveted bridges, closes the first part of the 
work 
in all, there are to be 
Part I1., Metallic piers for bridges and 


The following parts, of which, 


four, will contain : 


| viaducts, and the foundations for them; Part III., Album 
| of iron bridges of the American system for spans of from 5 
|to 75 sazen (85 to 525 ft.), with complete details and full 


calculations; Part IV., A critical review of the iron bridges 
of European systems now existing and in course of con- 
struction in Russia. 


Bilder aus der Geschichte des Verkehrs (** Pictures from 


| the History of Transportation”) is the title of a handsome 
| essay of 150 octavo pages devoted to the historical develop- 


ment of the railroad, written by Prof. Friedrich Steiner, cf 
the German Technical High School at Prague, as a memorial 
of the fiftieth anniversary of Stephenson’s victory at Rain- 
hill. It assumes to trace the history of railroads, from the 
tracks cut in stone on the mountains of Greece, serving 
chiefly to give access to temples, down to and including the 
tainhill trial. 
gravings, chiefly of early vehicies and engines, track, etc., 
used on primitive railroads, which the author has taken 
great pains to have copied accurately from the original 
illustrations. The following list of chapter titles may give 
an idea of the contents: ‘On Tracks of Stone;” ‘‘ From the 
Mine to the Sea;” ‘*‘ Land and Water Routes;” ‘‘ The Inven- 
tion of Steam Power;” ‘‘ Steam a Motor for Car and 
Ship;” ‘‘ The Development of the Rail;”’ “ Richard Trevi- 
thick ;” ‘* The Competition of the Systems of Track ;” ‘‘ George 
Stephenson ;” ‘“‘ From Liverpool to Manchester;” ‘‘ Bohemia 
a Pioneer in Railroad Transportation ;” ‘‘ The Trial at Rain- 
hill.” 

The book may be had of G. E. Stechert, No. 766 Broadway, 
New York. F 


The work is illustrated by numerous en- 


as 


MRailroad’ Wews. 
MEETINGS AND ANNOUNCEMENTS, 


Dividends, 

Dividends have been declared as follows: 

Old Colony, 3 per cent., semi-annual, payable Jan. 1. This 
is the first dividend since the Wollaston accident, the com- 
pany having passed twice. 

Old Colony Steamboat Co., 8 per cent., semi-annual, pay- 
able Dec. 27. 

Chicago & Northwestern, 1% per cent., quarterly, on the 
preferred, and 8 per cent., semi-annual, on the common 
stook, both payable Dec. 26 

Vew York Central & Hudson River, 2 per cent., quarterly, 
payable Jan. 15. ; 

New York & Harlem (leased to New York Central & Hud- 
son River), 4 per cent., semi-annual, payable Jan. 2. 

Morris & Essex (leased to Delaware, Lackawanna & West- 
ern), 3)¢ per cent., semi-annual, payable Jan. 2. 

Lehigh Valley, 1 per cent., quarterly, payable Jan, 15. 

Viddletown, Unionville d& Water Gap (leased to New Jer- 
sey Midland), 314 per cent., semi-annual, payable Jan. 1. 

Western Union Telegraph, 1 ; per cent... quarterly ; also 
an extra dividend of 1 per cent., both payable Jan. 15. 


Seneral 


Foreclosure Sales. 

The Ft. Wayne, Jackson d& Saginaw road was sold in 
Detroit, Mich., Dee. 3, under foreclosure of mortgage, and 
bought by R. G. Rolston and Benjamin G. Clarke for account 
of the bondholders. The road is 100 miles long, from 
Jackson, Mich., to Ft. Wayne, Ind. The debt consisted of 
$1,500,000 first and $500,000 second-mortgage bonds, It is 
said that the purchasers will try to sell the road, not wish 
ing to keep and work it. 

The South Mountain road was to be sold in Philadelphia, 
Dec. 6, but the sale was postponed for a week. Tbis much- 
sold road has no track laid, but is partly graded from Har- 
risburg, Pa., to Hamburg, 55 miles; also a branch from 
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Bernville to Reading, 20 miles. It has not issued many 
bonds, except as collateral, and has some floating debt. 
December Car-Builders’ Meeting. 
A meeting will be held at the rooms of the Master Car- 
. Builders’ Association, No, 118 Liberty street, New York, on 
Thursday evening, Dec. 11, at 74¢ o’clock. The subject for 
consideration will be the ‘ Standard system of screw-threads, 
and the best methods of maintaining exact sizes of screws, 
so that bolts and nuts may always be interchangeable.” 
Mr. William Sellers, who designed what is variously 
known as the ‘‘ United States,” the “Franklin Institute,” 
and the ‘* Sellers” system of screw-threads, will be present 
and will address the meeting. Manufacturers of taps and 
dies and bolts and nuts are especially invited to be present, 
as it is hoped that by a mutual conference they may agree 


on some exact and uniform sizes for standard screws and 
nuts. 


ELECTIONS AND APPOINTMENTS. 


Baltimore & Ohio.—At the regular monthly meeting in 
Baltimore, Dec. 10, the Board unanimously reélected John 
W. Garrett President. 


Baltimore, Pittsburgh d& Chicago.—The officers of the 
Ohio Division of thiscompany are: D. D. Mills, President ; 
John Clark, K. F. Randolph, J. S. Bissell, George Plummer, 
B. Barret, J. 8. Caskey, T. M. Beer, J. O. ennings, W. 
Chesroun, directors. J. R. Straughan is the Chief Engineer. 

The officers of the Pennsylvania Division are: W. E 
Schmertz, President ; George A. Kelly, W. Van Kirk, C. B 
Shay, H. J. Reeves, W. P. Townsend, W. McClelland, J. 
W. Holmes, John Robinson, J. R. Straughan, directors. 


Boston, Clinton, Fitchburg & New Bedford,—At the an- 
nual meeting in South Framingham, Mass., Dec. 2, the fol- 
lowing directors were chosen: Harrison Bliss, Charles Bur- 
leigh, Wm. W. Crapo, Charles T. Crocker, Wm. J. Rotch, 
Charles E, Sanford, Nathaniel Thayer, Jr., George A. Tor- 
rey, Wm. B. Wood. The road is leased to the Old Colony. 


Brooklyn & Montauk.—This company has been organized 
as successor to the Southern, of Long Island, with the follow- 
ing directors: F. D. Tappan, A. H. Stephens, W. W. Astor, 
William H. Jackson, Edmund D. Willetts, William Floyd 
Jones, Robert O, Colt, Robert Gordon, C. EB. Miller, Charles 
H, Woodbury, Lewis W. Buntsee, W. R. Sands, Daniel 
Lord. The board elected F. D. Tappen President; Daniel 
Lord, Secretary; A. H. Stephens, Treasurer; William Floyd 
Jones, Robert Gordon, W. W. Astor, C. E. Miller, Daniel 
Lord, Executive Committee. 


Chicago, Burlington & Quincy.—Mr. George Olds has 
been appointed General Western Agent, with headquarters 
at St. Joseph, Mo. Mr. Olds has been for a long time Gen- 
erai Freight Agent of the Kansas City, St. Joseph & Coun- 
cil Bluffs. 


Galenu & Wisconsin.—At the annual meeting in Galena, 
lll., Dec. 3, the following directors were chosen: Darius 
Hankins, D. 8. Harris, John H. Heilman, John Lorrain, 
Frederick Stahl. 


Memphis & Charleston,—At the annual meeting in Hunts- 
ville, Ala., last week, the old directors were reélected, as fol- 
lows: P. C. Bethel, F. H. Cossitt, Napoleon Hull, James C, 
Neely, George P. Beirne, W. W. Garth, C. M. McGhee, John 
D. Rather, R. T. Wilson. 


Memphis, Paducah & Northern.—Mr. E. Buchner bas been 
appointed Auditor, in place of Mr, W. D. Basley, resigned, 
the appointment taking effect Dec. 1. All communications 
relating to the Accounting Department should be addressed 
to Mr, Buchner at Paducah, Ky, 


Newcastle & Rushville,—The directors of this new com- 
pany are: Levi A. Jeunings, Thomas B. Lover, Isaac Men- 
denhall, Elijah Smith, T. F. Waring, W. W. Worthingten, 
Messrs. Smith and Worthington are connected with the Ft. 
Wayne, Muncie & Cincinnati road. 


New York, Bay Ridge & Jamaica,—At the annual meet- 
ing, Dec. 9, this a, elected the following directors: 
Austin Corbin, J. B. Upham, Charles L. Flint, M. J. John- 
son, F. C. Faulkner, D. C. Corbin, W. B. Kendall, J. Phelps 
Putnam, A. C. Chapin, G. C. Moulton, J. K, O. Sherwood, 
F. W. Danton. The directors elected Austin Corbin, 
President; J. B. Upham, Vice-President; G. §. Moulton, 
Secretary and Treasurer. The road is leased to the New 
York & Manhattan Beach. 


New York, Lake Erie d& Western.—The board has _re- 
elected Hugh J. Jewett, President; A. R. McDonough, Sec- 
retary; Bird W. Spencer, Treasurer. 


New York & New England.—At the annual meeting in 
Boston, Dec. 2, the following directors were chosen: Samuel 
A. Carlton, John Goldthwaite, Wm. T. Hart, James Sturgis, 
Thomas Nickerson, James H. Wilson, Boston; George P. 
Carter, Cambridge, Mass.; Harrison Harwood, Littleton, 
Mass.; Joseph K. Baker, Dennis, Mass.; Jesse Metcalfe, 
Gorham P. Pomeroy, Providence, R. I.; George 8. Moulton, 
Windham, Conn.; Frederick Kingsbury, Waterbury, Conn. ; 
Le Grand B. Cannon, R. Suydam Grant, New York. The 
new directors are Messrs. Carter, Harwood and Wilson, who 
succeed Lewis Hecht, George M. Rice and James R. Rice. 


New York, Providence & Boston.—At the annual meeting 
in Providence, Dec, 10, the following directors were chosen: 
Charles H. Salisbury, Providence, R. I.; Henry Howard, 
Coventry, R. I.: Nathan F, Dixon, Westerly, R.L; A. 8 
Matthews, Stonington, Conn.; J. A. Burnham, Boston; Sam- 
uel D. Babcock, D. 8. Babcock, William F, Cary, Jr., J. 
Boorinan Johnson, George M. Miller, Henry Morgan, New 
York. 


Northern Pacific.—Mr. F. W. D. Holbrook has been ap- 
pointed Principal Assistant Engineer in charge of construc- 
tion on the Missouri Division. His office is at Mandan, Bur- 
leigh County, Dakota. Mr. Holbrook was recently Assistant 
Engineer of the Boston Water Works, and was for some 
time engaged on the Burlington & Missouri River in Ne 
braska. 


Pittsburgh d& Connellsville.—At the annual meeting in 
Pittsburgh, Dec 1, the following directors were chosen: W. 8. 
Bissell, Charles Donnelly, John D. Scully, Pittsburgh; Wm. 
Baldwin, Greensburg, Pa.; C. C. Markie, West Newton, Pa. ; 
W. H. Koontz, Somerset, Pa.; Mendes Cohen, Robert Gar- 
rett, John King, Jr., Hugh Sisson, Charles Webb, Baltimore. 
The road is leased to the Baltimore & Ohio. 


Steamship Co.—At the annual 
meeting in Providence, Dec. 10, the following directors were 
chosen: A. N. Beckwith, E. P. Taft, Providence; Nathau F. 
Dixon, Westerly, R. L.; Samuel D. Babcock, D. 8. Babcock, 
G. M. Miller, New York. The board reélected D. 8S. Bab- 
cock President. 


Providence d& Stonington 


Rhode Island & Massachusetts.—At the annual meeting, 
held Dec, 10, the following directors were chosen: George 
F. Wilson, H. B. Metcalf, 8. 
Jonathan Chase, Jesse 


W. Razel, George L. Littlefield, 
Boynton, A. B. Chace, H. Conant 








J. F. Clark. The road is leased to the New York & New 
England. 


St. Louis reokuk & Northwesteon.—At the annual 
meeting in Keokuk, ». 2, the following directors were 
chosen : J. H. Anderson, A. L. Griffin, Keokuk, Ia. ; John O. 
Roberts, Clarksville, Mo, ; D, P. Eccles, G. P. Handy, Amasa 
Stone, Cleveland, O.; A. B. Stone, New York. 


St. Paul, Minneapolis d& Manitoba.--Mr. R. B. Angus, 
late of Montreal, has been chosen Vice-President. 


Sheboygan & Fond du Lac.—The following circular is 
dated Nov. 26: 

‘*Mr. E. J. Cuyler is appointed Superintendent of the She- 
boygan & Fond du Lac Railroad, oftice at Chicago, in place 
of Mr. L. A. Emerson, resigned. 

“The office of Assistant General Freight Agent is abol- 
ished. The officers of the Freight Department of the Chicago 
& Northwestern Railway Company will have jurisdiction 
over the Freight Department of. the Sheboygan & Fond du 
Lac Railroad, These changes will take effect Dec. 1.” 


Shenandoah Valley.—Mr, Joseph H. Sands has been ap- 
pointed Superintendent. He was recently Yard-Master at 
Altoona on the Pennsylvania Railroad. 


South & North Alabama.—Mr. H. Victor Newcomb has 
been chosen President, in place of J. W. Sloss, resigned. 
Mr. Newcomb is Vice-President of the Louisville & Nash- 
ville, which controls the road. 


Toledo, Peoria & Western.—The directors of this company, 
organized to succeed the Toledo, Peoria & Warsaw, are: 
Henry Decoppet, J. F. Secor, W. T, Hill, A. G. Dulman, 
William Hill, John Crerar, A. L. Hopkins, A. J. Leith, John 
C. Dumont. 


Wabash, St. Louis d Pacific.—The following appointments 
are announced for the Eastern Division, late the Wabash 
road: K. H. Wade, Superintendent Ohio & Indiana Divi- 
sion, Ft. Wayne, Ind.; C. H. Chappell, Superintendent Illi- 
nois Division, Springfield, N1.; W. 8. Lincoln, Superintend- 
ent of Road, Track and Structures, Springtield, I; V.. H. 
Kohler, Master Car-Builder, Toledo, 0.; Wm. Wilson, Mas- 
ter Mechanic Ohio & Indiana Division, Ft. Wayne, Ind. ; 
Jacob Johann, Master Mechanic Illinois Division, Spring- 
field, Ill.; George A. Beach, Superintendent of Telegraph, 
Toledo, O. These are all reappointments, 


Wisconsin Lumber Line.—Mr. G. E. Stockbridge, of 
the Chicago, St. Paul & Minneapolis road, has been ap- 
pointed General Agent of this new line of cars running 
over the above road, the St. Paul & Sioux City, the Sioux 
City & Pacific and the Kansas City, St. Joseph & Council 
Bluffs. 


PERSONAL. 


—Mr. Henry 8. Drinker, well known by his services as a 
tunnel engineer and his encyclopedia work on tunnels, explo- 
sives and rock drills, was married at West Philadelphia, 
Dec. 2, to Miss Aimée Augusta Beaux. 

—Mr. Jolin 8. Gittings, one of the largest owners and 
builders of house-property in Baltimore, died at his resi- 
dence in that city Dec, 8, aged 82 years. He had lived in 
Baltimore over 50 years, and served several years as a city 
director in the Baltimore & Ohio. He was also at one time 
for two years President of the Northern Central. 

—Mr. Stephen B. Kingston, General Freight Agent of the 
Pennsylvania Railroad, died at his residence in German- 
town, Pa., Dec. 5, of Bright’s disease of the kidneys. Mr, 
Kingston was 55 years old, and had been in the service of 
the Pennsylvania Railroad 27 years, Beginning as clerk in 
the local office at Philadelphia, he was afterward placed in 
charge of that office, and rose gradually through tie various 
grades to his late position. Mr. Kingston was connected 
with several of the charitable organizations of Philadelphia, 
of which he was an active member, 

—Gen. Thomas L, Rosser has resigned his position as Con- 
structing Engineer of the Northern Pacific, and will, for the 
resent, remain at his residence in Minneapolis, Minn, Gen. 
Rosser graduated at West Point just before the war, but en- 
tered the Confederate army, rising to the rank of Major- 
General. After the war he was for a short time Superintend 
ent of the National Express Company, but in 1868 he be- 
gan work as a civil engineer. He was employed on the Pitts- 
burgh & Connellsville, and afterward on the Lake Superior 
& Mississippi, and went on the Northern Pacific as an assist- 
ant in 1870 The following year he was placed in charge of 
construction, 





TRAFFIC AND EARNINGS, 


Chicago Shipments East. 
Shipments of freight to the East from Chicago for the 





week ending Nov. 6 were 29.628 tons, against 28,082 the 
preceding week, as follows; 

Flour, Grain, Provisions, Total, 

bbis. ibs. Ibs. tons. 

Michigan Central 26,807 6644,024 6,192,920 9,107 

Lake Shore... .. ceveees 14,9025 2,140,248 6,798,346 5,946 
Pittsburgh, Fort Wayne 

& Chicago.... cece, 24,314 5,824,000 8,544,831 9,265 
Pittsburgh, Cin. & St, 

OE ET 8.145 = 1,065,120 4,622,820 3.650 

Baitimore & Ghio......... 2,321 1,060,292 879,951 1,651 

1. EET ere te Pe 76,602 17,163,684 26,778,878 20,628 


The grain shipments are equivalent to only 806,500 
bushels of corn, and are exceeded greatly by the provision 
shipments, which go far toward making up for the decrease 
in the grain movement, The totalis a large and satisfac 
tory business, though much Jéss than has been had in some 
weeks of the past fall. 

The distribution of the shipments is greatly different from 
what it has been in some weeks, the Michigan Central re- 
ceiving 29.4 per cent. instead of its allotted 31, the Lake 
Shore 20.5 instead of 26, the Fort Wayne 31.6 instead of 
25, the Pan Handle 12.8 instead of 10, and the Baltimore & 
Ohioc 5.7 instead of 8. 

Grain Movement. 

For the week ending, Nov. 29, receipts and shipments of 
all kinds at the eight reporting Northwestern markets and 
receipts at the seven Atlantic ports, have been, in bushels, 
for the past seven years : 

forth Northwestern ca 
, a 













THE RAILROAD GAZETTE. 





5,480,035 | commercial depression of the past six years. 
5,740,942 | illustration of the 


rn . c. Atlantic 
Year receipts Total. By rail, by rail, receipts 
1873 . 2,696,902 1,141,950 457,410 401 1,419.5 
f£ 858.513 414,044 48.3 2,017,561 | 
5 1,917,619 1,267,584 66) 3,028,024 | 
vi 1,733,999 1,376,625 70.4 3,883,086 | 
OF 1,862,943 514,990 27.7 
1878... . 4,678,731 2,919,774 1,012,737 34.7 
1879 . 5,865 035 2,182,521 535,628 24.5 


The receipts of Northwestern markets for the week this | of agriculture, of mining, 


year are slightly greater than for the previous week, but 


much smaller than for the corresponding week last year, | the country is now carried on by meats of railr 
» shipments of these markets were 37 per cent. less than | portation, and the habits of the producing and comms 
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March last, and their rail shipments have not been so small 
before since November, 1877. The indications are that grain 
will not more freely at the current 40 cent rate, though 
speculative movements may have something to do with it, 
and there is always a great falling off in the grain move- 
ment, when lake navigation closes. The receipts at Atlantic 
ports are 21 per cent. less than last week, smaller than in the 
corresponding weeks of 1878 or 1877, and the smallest this 
year since the middle of May, with the exception of the first 
two weeks of July. 

Of the Northwestern receipts 48.2 "per cent. was at Chi- 
ago, 18 at St. Louis, 14.8 at Milwaukee, 6.7 at Toledo, 5.7 
at Peoria, 4.4 at Detroit and 2.7 per cent. at Cleveland. 

Of the a at Atlantic ports 65.3 per cent. was at 
New York, 10 at Boston, 9.8 at Baltimore, 5.7 at Philadel- 
phia, 3.9 at New Orleans, 2.8 at Montreal, and 2.5 per cent. 
at Portland. The most remarkable phenomenon in the 
movement is the great decrease of receipts at Philadelphia 
and Baltimore. The latter received about as little the second 
week in January of this year, but only twice in 1878, 
and Philadelphia has not received so little before any week 
of this vear and but two weeks in 1878. 

For the week ending Dec. 9 (Tuesday), receipts and ship- 
ments at Chicago and Milwaukee were, in bushels : 





Receipts. Shipments. 
Chicago ........... 1,890,414 625,408 
Milwaukee 745,400 166,200 
ie. 8 es eres in 2,635,814 791,608 


For the same week Buffalo receipts were 1,177,060 bushels 
by lake and 802,800 by rail; shipments, 14,200 bushels by 
canal and 1,037,066 by rail. 

For the same week, the preceding week and the corre- 
sponding week last vear receipts at the four leading Atlan- 
tic ports were, in bushels: 








—— — Week ending—-— 

Dee, 9, Dee, 2, Dec, 10, 

1879. 1879. 1878. 
MT TOGGL, «o.0 0-092 sithd aabte SOZL840 2,689,526 1,444,267 
Baltimore... .... 715,586 722, BR¢ 812,104 
Philadelphia. 336,900 315,425 531.100 
Ea ee ere 230,251 245,218 01,560 


3,179,031 

New York shows a remarkable gain. New York receipts 
for the week were 72.0 per cent. of the total, against 67.7 
per cent. for the preceding week and 45.4 per cent, in the 
corresponding week last year. Of New York receipts for the 
week, 893,660 bushels—26.9 per cent.—were by rail. 


The four ports....... 6.6... 4,611,586 3,972,555 


Railroad Karnings. 
Earnings for various periods are reported as follows: 
Eleven months ending Oct. 31: 





187%). 1878. Inc. or Dee, Ps 
Atchison, Topeka & 

Gen. vis . $5,742,540 $5,600,986 1. $2,152,554 58.1 
Bur., Cedar Rap. & 

BUG EL. Vitae omees 3.2 
Chicago & Alton... iv.7 
Chi. & Eastern Til 6.1 
Chi., Mil. & St 

Paul.... oy 15.7 
Grand Trunk 1.2 
Great Western , 1.2 
Hannibal & St. Jo 6.9 
Mo., Kan. & Texas. 8.1 
Mobile & Ohio.... 17.2 
St. Louis, lron Mt 

ae neh sea’ P 4,636,562 4,046,126 1, 590,456 14.6 
St. Lous & San 

Fran ha +s 1,440,800 1,105,792 1 535,408 80.4 
Toledo, Peoria & 

Warsaw sod 1,1390.256 1,155,914 D, 25,078 2.2 

Ten months ending Oct, 31: 

Pittsburgh, Cin. & 

St. Louis.... ..... $2,874,698 $2,604,804 1, $260,804 10.4 

Net earnings... 1.213.421 1,606,506 1 6921 20.5 
Southern Minnesote 511,728 535.504 D 25576 4.4 

Four months ending Oct, 31: 

Louisville, Cin. & 

Lexington $412,512 S371316 | $40,906 11.0 

Net earnings W732 138,083 | BO,.230 28.4 

Month of October: 

Gal., Har, & San 

Antonio $140,027 $140,662 D. ae 
Great Western...... 446.600 368,000 1. 77,900 21.1 

Net earnings 211,600 138,500 1, 73,100 52.8 
Louisville, Cin. & 

Lexington 106,727 95,960 I, 10,767 11.2 
Pittsburgh, Cin. « 

St. Louis . $24,082 802,447 1, 122,535 40.5 
Southern Minnesota 89,957 44,429 1 15,528 102.3 

Month of November; 

Atchison, Top, & &. 

, oh $654,500 $438,588 I S215,912 49.2 
Bur., Cedar Rapids 

& No 147,785 120,404 1 18,291 14.1 
Chicago & Alton 507,143 309,379 1 107,764 40.5 
Chi, & Eastern Ill. 8R.477 75,107 #1 13.310 17.7 
Chi., Mil & St. P. 1,101,000 809,212 I 201,788 36.1 
Chi, St. P. & Minn 132,476 95,030 1 37,446 30.4 
Hannibal & St. Jo 188,406 207,017 D 19,511 0.4 
Mo., Kan, & Texas 387,086 28,850 I 128,227 «8640.5 
Mehbile & Ohio 09,075 307,510 1 1,568 0.5 
St. Louis, Iron Mt 

& So ieee 56,195 535.411 I 120,784 22.6 
St Louis & Ban 

Fran 199,805 118,477 I 81.078 68.6 
Toledo,Peo. & War. 105,098 VO184 | 14,964 16.6 


Third week in November: 


Minn. & St. Louis.. $10,234 $6,500 1, $3,734 57.4 
Week ending Nov, 28; 

Great Western.. $100,751 $68,932 I, S3r,819 46.2 
Week ending Nov, 20° : b: 

Grand Trunk -- $195,125 $172,853 I. $22,272 12.0 


Lake Superior tron Ore. 
Shipments of iron ore from the Lake Superior region from 


the opening of navigation up to Nov, 26 were: 

1879 I87H. Inc. or Dee. P.c, 
From L' Anse, tons 38,980 42,186 D. 197 7.6 
From Marquette. . 509,416 526,656 D. 17,240 2.8 
From Escanaba 755,274 WO 596 1. 254,078 50.0 


Total 1,303.679 1,069,438 I. 234,241 21.9 
The great increase from Escanaba is partly due to the 
working of the Menominee River mines, 
Shipments of pig iron from the region were 5.545 tons, 
During the season the Marquette, Houghton & Octonagon 
road brought down 587,318 tons of iron and ore 


National Internal Commerce 
In his annual report the Secretary of the Treasury of the 
United States savs: “The internal commerce of the coun 
try, as exhibited by the tonnage transported .on railroads, 
has steadily increased in volume. eyen during the period of 
This atfords an 
recuperative powers of the country, as 


4.641.486 | the commodities transported on railroads are the products 


dustries 
commerce ol 
ud ti 


and of manufacturing | 


More than 90 per cent of the internal 


reial 


for the preceding week, and the smallest since the middle of | classes are becoming more and more conformed to its tel! 
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ods end necessities. The facilities for direct trade afforded 
by arrangements entered into between connecting railroads 
have greatly extended the trade limits of the sea-ports and 
of all interior points. Similar combinations between rail- 
roads and ocean steamer lines afford extensive privi) for 
direct foreign trade at all the important interior ts of 
the country. The competition of rival lines for the through 
traffic has given rise to grave questions touching inter-state 
commerce. These qu relate chiefly to the matter of 
discriminations in rates. As purely national questions, they 
demand a careful investigation under the authority of Con- 
gress.” 


Rates on Locomotives. 
By circular dated Dee. 4, from Albert Fink, Trunk Line 


Commissioner, the following announcement is made; 

* By agreement of the eterna trunk lines, the following 
rates on locomotives will be charged, on the of New 
York to Chicago, to take effect Dec. 8, 1879: 

* Locomotives and tenders on their own wheels, 30 cents 
per 100 ibs.; man in charge free; no return ° 

‘Locomotives and tenders on trucks (the latter to be 
furnished by the shipper) 40 cents per 100 Ibs., man in 
charge free; no return pass. Trucks to be returned free.” 

At these rates it costs $240 to get a locomotive on its own 
wheels from New York to Chicago and $16 less from Phila- 


delphia. 


Atchison, Topeka & Santa Fe and the St. Louis 
& San Francisco,—It 1s stated that these two companies 
have finally concluded an ment uuder which they will 
— in building a secon | line to the Pacific. The road is to 

yuilt under the charter and organization of the Atlantic & 
Pacific Company, which still survive, the foreclosure and 
reorganization by which the St. Louis & San Francisco was 
formed having affected only the line in Missouri. The stock 
of the Atlantic & Pacific is to be divided equally between 
the two companies, and an issue of $25,000, bonds made 
to be guaranteed by both. The line to be built will leave 
the Atchison, Topeka & Santa Fe at or near San Domingo 
in New Mexico and follow the old survey through Arizona 
into California. The line in California will be determined 
hereafter, but it is said that there will be one branch to San 
Francisco and one to a point on the southern coast. 

it was at first reported that the Chicago & Alton had 
joined in the combination, but this was afterward denied. 


Atlantic & Great Western.-—-A dispatch from London 
England, Dec, 4, says: ‘‘ At a meeting to-day of the bon 
and stockholders of this Company at the Cannon Street 
Hotel, Mr. Lewis explained that the Reorganized Company 
was now cleared of all entangling engagements with other 
lines. The Ohio mortgage, he on was absolutely canceled. 

* A resolution ratifying the proceedings of the Reorgan- 
ization ‘Trustees, and authorizing them to take the necessar: 
steps to complete the reor zation, was passed unani- 
mously. A fund of $115,000, which had been raised by 
amg ~e on the bonds, was voted for the remuneration of 
the Trustees,” 

The London Times of Dec, 5, says: ‘‘The issue of prior 
lien bonds by the Atlantic & Great Western Reorganization 
Trustees, it is stated, has been successfully completed in 
Holland. The amount issued there and here is $8,000,000, 
but it is contemphted to increase that amount by $2,000,- 
000 to compiete the equipment of the road, to narrow-gauge 
it and to pay off all the existing prior liens.” 


Baltimore, Pittsburgh & Chicago.—Organizations 
have been completed for building this projec line from 
Beaver, Pa., on the Pittsburgh & Lake Erie road westward 
to Chicago Junction, O., on the Baltimore & Ohio, about 
150 miles. It would form a new line from Pittsburgh to 
Chicago, with the Baltimore & Ohio, and that company is 
said to be aiding the project. 


Boston, Hoosac Tunnel & Western.—The New 
York Supreme Court granted the finai order, giving this 
company the right to make the last crossing of the Troy 
& Boston at Hoosie Falls on Oct, 9. e amount of 
the damages awarded was at once de ted, and as soon as 
possible a large force was set at work on the crossing. Less 
than a mile of track is to be laid, and it will probably be 


done this week. 


Burlington, Cedar Rapids & Northern.—tThe ex- 
tension of the lowa City Diviision from Iowa City south- 
ward to Riverside is reported as finished. It is 13 miles 
long, and connects lowa City with the extension westward 
of the Muscatine Division. It has been built by an orgamiza- 
tion known as the Iowa City & Western Company, to which 
"25,000 of local aid was voted. 


Camden & cog i aR are being made 
to build a railroad from Medford, N. J., west through Marl- 
ton to the Camden & Atlantic at Haddonfield, a distance of 
12 miles. A considerable amount in subscriptions has al- 
ready been secured, The road was located and partly 
graded several years ago, under an old charter. 


Central Pacitic.—The San Francisco Kveniny Post says 
4 yoo Yeats new ferry-boat, said to be the largest in 
the world: 

* The cost of the Solano is in the neghborhood of $300,000. 
Her dimensions are 424 feet over all, d 16 feet amidships over 
guards, with a registered tonnage of 38,541 tons. The 
motive power is furnished by twoengines of 1,500 horse- 
goto each. It is expected that the ferrying of trains at 

enicia will save about 31¢ hours on the run from Sacra- 
mento, as the new road from Benicia is almost on a direct 
line, with little or no grade through the hills. Trains 
wil. begin running by the new route in about 
three weeks, before which time the change in the time 
schedule will be announced. The commanders of the Solanc 
are Captain Morgan, late of the Capital, and Captain James 
Remington, Lowe Hougeboom i Chief Engineer and 
A. A. Winship and Fred {Smith are assistants. She will run 
between Benicia and Carquinez, a station on the railroad, 
3!) miles west of Martinez, and will not go to Martinez, as 
has been erroneously announced in several city journals.” 


_ Chicago & Northwestern.—The following statement 
is published for the six months of the current 1 year 
from June 1 to Nov. 28: 














‘ 1879, 1878, Increase. P. c. 
Gross earnings.$9,204,045,07 $7,932,838,02 $1,271,207.05 16.0 
Expenses and 
taxes.......... 4,213,945.80 3,892,623.66 321,312.14 83 
, Not earnings..$4,000,000.27 $4,040,2 4.96 $049,804.01 23.5 
nterest on 
bonds. ....... 1,647,264.55  1,626,934.64 20,329.91 1.2 
Sinking funds... 08,120.00 | 8 eer ; 
Rent of leased 
MOOR. oo. nbc tae> Ne eee 700,739.53 70,407.85 10.0 
Total charges.$2,516,531,93 $2,425,704.17 $90,737.67 3.7 
Net surplus... .$2,473,567.24 $1,614,410.19 $859,157.15 54.2 


On this showing it was resolved to make the ree juar- 
terly dividend on the preferred stock and also to declare onivi- 





dend of 3 per cent. on the common stock. This will take 


from the surplus as follows: 





Surplus for the half-year....... ...... adatakuaiee ocee $2,473,567.34 
September dividend on preferred stock... ..$376,642 
I mber 2 > = NN eeee 376,642 
Dividend on common stock........... ...... 449,475 


1,202,759.00 


Balance, surplus $1,270,808.34 

The net surplus for the half-year, as reported, was sufficient 

to pay a whole year’s dividends, 7 per cent., on the preferred 

stock, and leave a balance equivalent to 6.45 per vent. on the 
common stock, 


Chicago, Milwaukee & St. Paul.—The new short 
line between St. Paul and Minneapolis is now all finished 
except the bridge over the Mississippi. Work is in progress 
on the bridge, and also on widening the road-bed for a sec- 
ond track to be laid in the spring. This new road is nine 
— long and has required some heavy work, including the 

ge. ’ 


Chicago, Pekin & Southwestern.—The report that 
the Wabash, St. Louis & Pacific Company had boughta con- 
trolling interest in the bonds of this road, now in process of 
foreclosure, is denied. It is stated that several members of 
the board of directors have been buying the bonds, but for 
themselves and not for the company. 


Chicago, Rock Island & Pacific.—It is announced 
that the negotiations heretofore referred to, have ended in an 
a ment by which this company secures the use of the 

a8as Mg | Branch of the Hannibal & St. Joseph, from 
Cameron, Mo., to Kansas City, 54 miles. The Rock Island 
trains will enter the Hannibal & St. Joseph track at Cam- 
eron, and run to Kansas City. As rental for the use of the 
road, the Rock Island Company isto pay 7 per cent. upon 
one-half the estimated valve of the property, which has been 
fixed at $20,000 a mile, and oue-helt of the cost of mainte- 
nance of the road. In addition, it will pay the bridge tolls 
and terminal charges at Kansas City. 





Cincinnati, Rockport & Southwestern.—This com- 
pany has filed an amendment to its articles of incorporation 
providing for an extension from Rockport, Ind., to Enter- 
prise, to connect with the Evansville, Owensboro & Nash- 
ville road. 


Cincinnati Southern.—The track is finished at last, 
the working parties from the two ends of the line meeting 
Dec. 9 at a point 127 miles from Chattanooga and 209 from 
Cincinnati. A little ballasting and bridge-work is still to be 
completed, but the road will probably be ready for the 
formal opening by Dec. 25, and for regular traffic soon af- 
terward, when the people of Cincinnati will have full time 
to study out the result of their costly experiment. The road 
is 836 miles long, 381 miles new track, and five miles, from 
Boyce’s to Chattanooga, on the Western & Atlantic track. 
It is the longest line built south of the Ohio sinve the war, 
and, with two exceptions, the longest single line under one 
management in that section. 


Cleveland & Mahoning Valley.—A branch of the 
Niles & New Lisbon Division has been completed from New 
Lisbon, O., down the valley to the mines of the Cherry Val- 
ley Iron Company, a distance of about three miles. 


Dayton & Southeastern.—Track on this road is 
now laid to Richmond Dale, 11 miles southeast from the 
late terminus at Chillicothe, O., and 92 miles from Dayton. 
Work is progressing toward Eureka, in Jackson County. 


Delaware, Lackawanna & Western.—This company 
has advanced the wages of the men in the Scranton shops 
10 per cent. The advance was made voluntarily, without 
any request from the men. 


Denver & Rio Grande,—Contracts for the proposed 
extension from Alamosa, Col., to San Juan have bcen let as 
follows: Carlisle, Orman & Crook, grading 115 miles; Mc- 
Garick & Tate, grading 24 miles; Clark. ine & Co., grad- 
ing 21 miles; McCarthy & Holman, grading 4 miles; Done- 
gan & Martel, bridging the whole 164 miles. All this work 
is to be finished by July next. Contracts for 40 miles of 
ties have also been let. 


Detroit: River Crossing.—In Washington, Dec. 8, the 
Secretary of War transmitted to the Senate the reportof the 
board of engineers, unanimously indorsing the construction 
of a tunnel under the river at Detroit. ‘lhey also indorse the 
bridge plan conditionally, concluding that there will be no 
material diffieulty in vessels passing through draws of 300 or 
400 feet in width at any time when it would be safe to navi- 
gate the river, and that if the right of way is clearly and 
emphatically given to navigation, there will be no material 
or undue injury to that interest. 


Florida Central.—The appeal of this cumpany came up 
Dec. 8 in the United States Supreme Court, on a motion of 
the appellee to discharge the order of supersedeas, lately 
granted, as to the sale ordered by the Circuit Court, and a 
motion of appellant to have a new order of supersedeas 

ranted and a new bond filed. It will be remembered that 

e officers of the company were charged with procuring a 
fraudulent bond. It was argued by their counsel that, ad- 
mitting the bond to be insufficient, there was no evidence to 
show that the officers of the company knew it, or were 
cognizant of the manner in which it was procured. 


Jackson & Perry.—This company has been organized 
to build a railroad from Murphysboro, [il., north to 
Pinckneyville, the crossing of the St. Louis, Alton & Terre 
Haute’s Belleville Line, and the Wabash, Chester & West- 
ern. The distance is about 23 miles, and the road would 
take some coal business away from the Cairo & St. Louis. 


Kansas City, St. Joseph & Council Bluffs,—The 
Chicago Times says: ‘‘ The ownership of the Kansas City, 
St. Jo & Council Bluffs Railroad is still a mooted question 
in railroad circles. It seems to be nip and tuck between the 
Chicago, Burlington & Quincy and Jay Gould. One day it 
is reported that Gould has gobbled the road, and the next 
day it is reported that the Burlington Company has secured 
control. A representative of the Times has taken pains to 
inquire into the facts, and the information elicited is to the ef- 
fect that neither Mr. Gould nor the Perkins party control the 
road, though both are desirous of possessing themselves of 
the property. The executive board of the Burlington Com- 
pany has been negotiating for a lease of the line, and these 
negotiations are still in progress. Mr. Gould bas also been 
dcbariog with the stockholders of the road, but it 
is not true that he is absolute owner of the property. 
The Burlington Company wants the line because Gould 
is after it, and not because it would be a valuable acqusition ; 
and Gould is desirous of possessing himself of it for a similar 
reason—that is, not because he can hope to make money by 
the een but because he wants to oppose the Chicago, 
Burlington & Quincy. It has been stated recently that in 
case Gould should become the owner of this line of road he 
would at once shut the Burlington Company out of Council 
Bluffs and Omaha. Such a thing would -~ beyond the 

wer of Mr. Gould even were he dis antagonize to 

hat extreme. An undivided half of the track of the Kansas 
City, St. Jo & Council Bluffs, between Pacific and Council 
Bluffs, is owned by the Chicago, Burlington & Quincy Com- 


pany, and its right to the use of the track cannot be abro- 
gated. At the present moment it looks as if it will succeed 
| In securing the control of the road.” 


Lake Erie -& Western.—Track is now laid to Port- 
land, Ind., 14 miles westward from the late termiaousat Ft. 
Recovery, O., and 129 miles from the northeast terminus at 
Fremont. Work is progressing steadily on the 26 miles re- 
maining to complete the road to Muncie. 


Little Rock & Ft. Smith.— The earnings of this road 
for Octoher and November are stated to have been $80,515, 
an increase of $40,005, or 98.8 per cent., over the same 
period last year. The increase in amount of land sales for 
the same period was $44,546 over last year. 


Little Rock, Mississippi River & Texas.—Contracts 
are to be closed shortly for the extension of this road’ from 
Pine Bluff, Ark., to Little Rock. 


Louisville, Cincinnati & Lexington.—This com- 
pany’s statement is as follows for the four months of its fis- 
cal year from July 1 to Oct. 31: 








1879. 1878. Increase. P.c. 

Gross earnings...... 12,311.99 $371,315.82 $40,906.17 11.0 

Expenses...... 234,990.01 233,232.8% 1,757.18 0.8 

Net earnings...... $177,321.98 $138,082.99 $39,238.99 28.4 
Rentals, etc., balance 1,599.76 Se) cancenecsbon he 4 

Net profit.......... $178,921.74 $133,575.11 $45,346.63 33.9 


This year the rentals, ete., show a balance to be added to 
net earnings ; last year the balance was on the other side and 
deducted from them. 


Louisville & Nashville.—This company issues the fol- 
lowing regulations for the sale of mileage tickets : 

‘Individual tickets, good for 1,000 miles, over any one di- 
vision, will be sold at $30, but when made good over the 
entire line, except the Glasgow and Cumberland & Ohio 
branches, $35 will be charged. 

‘* Firm tickets good for 1,000 miles over any one division 
will be sold at $82.50. Two thousand miles, good over the 
entire line, except the Glasgow and Cumberland & Ohio 
branches, at $60, and 3,000 miles good as above, $82.50. 

‘‘One-thousand-mile family tickets have also been placed on 
sale by this company, and will be sold, good between Nash- 
ville and Louisville for $32.50, and Nashville and Hender- 
son for $86.50, and Nashville and Decatur for $38.50. 

‘* A firm ticket is good for the passage of one person at one 
time. 

‘‘A family ticket may be used at one time for all the per- 
sons named in the contract. 

‘*The term family, as applied to mileage tickets, includes 
the head of the family, the females dependent upon him for 
support, and male children under 21 years of age. 

** A ticket sold to a firm, being intended for purely com- 
mercial purposes, will include only the members of the firm 
and such employ¢s as are required to travel upon business 
for the firm.” 

All the employés of the passenger department, both train- 
men and station employés, will be required to wear uniforms 
after Jan. 1, next. 


Louisville, New Albany & St. Louis.—The track on 
this road is now laid to the Pike County line, 744 miles east- 
ward from Francisco, Ind., and 45 miles from Albion, IL, 
the western terminus. 


Memphis & Charleston.—At the annual meeting in 
Huntsville, Ala., Dec. 2, the stockholders voted to ratify an 
amended lease of the road to East’ Tennessee, Virginia & 
Georgia Company for 20 years, The lease is simply a con- 
tinuance of the existing contract with some amendments, 
the lessee guaranteeing the interest on $4,200,000 bonds of 
the leased road. It is terminable at the end of three years, 
on repayment of advances made. 


Mineral gh yd name Ld has filed articles covering 
an extension of its road from Mineral Point, Wis., west and 
northwest by Dodgeville to Muscoda, about 35 miles. The 
new line is to be built at once. 


Missouri Pacific.—The people of St. Joseph, Mo., hav- 
ing raised the $30,000 asked for, it is announced that work 
will be begun at once on the extensien of this road from 
Atchison to St. Joseph. The road-bed of the old St. Joseph 
& Topeka will be used. 


Montreal & Oswego.—Notice is givenin the Canada 
Gazette at Ottawa that an application will be made for an act 
of Parliament to incorporate a company for the construction 
of a railway at or near a point opposite Montreal, and thence 
westerly to a point on the boundary line between the prov- 
ince of Quebec and the state of New York at or near Fort 
Covington to connect with a line of railway in that state at 
or near the town of Potsdam, and form an extension of or 
connection with the Rome, Watertown & Ogdensburg Rail- 
way, with power to build branch lines connecting with any 
railway crossing the river St. Lawrence at or near Montreal 
or Coteau Landing, or at anv point between Montreal and 
the boundary line. 


Nevada Central.—This road is now completed and 
opened for business to Hot Springs, 85 miles southward from 
the Central Pacific at Battle Mountain, Nev. Work on the 
grading beyond that point is being pushed forward very ac- 
tively. 

Newcastle & Rushville.—This company has filed ar- 
ticles of incorporation for a railroad from Newcastle, Ind., 
to Rushville in Rush County. The capital stock is fixed at 
$800,000. Several of the incorporators are connected with 
the Ft. Wayne, Muncie & Cincinnati. 


New York Central & Hudson River.—The Roches- 
ter City Council, after much discussion, has approved the 
plan for raising the tracks of this road through the city, 
with a few slight changes, to which it is believed the com- 
pany will not object. 

New York, Lake Erie & Western.—The following 


statements have been published from the report for the year 
ending Sept. 30, last: 








1878-79. 1877-78. Inc, or Dec. P.c. 
Gross earnings ... $15,942,023 $16,354,790 D. $412,767 2.5 
Expenses......... 11,174,699 10,635,894 I. 538,805 5.1 
Net earnings ... $4,767,324 $5,718,896 D. $951,572 16.6 
Gross earnings per 
| eS eer 17,177 17,645 OD. 468 2.5 
Net earn.per mile. 5,137 6,184 D. 1,047 16.6 
Per cent. of exps. 70.10 65.03 L 5.07 7.8 





| 


The disposition of net earnings for the year was as follows: 


Net earnings $4,767,323 .63 
Receipts from other sources 437,445 .97 





calc 5 va heka aac os baKe thaes seco bee) esewelds $5,204,769 .60 
Interest, rentals and other charges.............. «+++ 3,8 38,664.75 
I oa oy nin sos .kks sce cvcervsccconss $1,316,104 85 
Received from Trustees......... ........-0ceeeeee . 2,086,109 .22 


Total $3,352,214.07 
This amount has been expended in second track, third rail | 
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new buildings, equipment and other improvements of the distance of 26 miles, The —— 
| running early in next year, an l 


property. 
he freight traffic for the year was as follows: 


1878-79. 1877-78. Increase. P.c. 
ES Bee 8,212,641 6,150,468 2,062,173 33.5 
Tonnage mile- 


age............ 1,567,223,137 1,224,764,488 344,458,€99 28.1 

Of the increased tonnage 501,952 tons were merchandise 
and 1,560,221 tons coal ; in tons carried one mile, 111,366,- 
728 were merchandise, and 233,091,971 coal. The averages 
per ton were as follows, in cents: 


Tons freight car- 
ried : 


1878-79. 1877-79, Decrease. P.c. 
Receipt per ton per mile, mer- 

ES = a 0.85 1°02 0.17 16.7 
Receipt per ton per mile, coal 0.64 0.79 0,15 19.0 
Receipt ag? ton per mile, av- 

erage all freight..... ....... 0.78 0.97 (.19 19.7 
Cost per ton per mile.......... 0.56 0.67 0.1L 16.4 


_ Theincrease in expenses was caused by the large increase 
in freight movement, the actual cost per unit of traffic hav- 
ing been decreased. 


Northern Pacific.—Work on the extension westward 
has been suspended for the winter and the working parties 
withdrawn. The track has been laid out 52 miles from 
Mandan, Dak., and grading finished for 100 miles. Every- 
thing is ready for a resumption of work as early in the 
spring asthe weather will permit. 


Ogdensburg & Lake Champlain.—The Boston Adver- 
tiser says: *‘ We give the following statement of the Ogdens§ 
burg & Lake Champlain Railroad, which, though differi 
in form from other statements which have been made, is sai 
to set forth more clearly the real position of affairs: 


1879, 1878, 
Gross earnings, April 1-Oct. 31.... . $324,483.41 $334,188.11 
Expenses for the seven months.... . . 229,945.10 250,486.61 








Net earnings.... $94,538.31 $83,701.50 

‘Showing a gain in net earnings for seven months of 1879 
of $10,836.81. 

‘In the year 1878 there were laid in the track 850 tons 
more of steel rails than in 1879. So that the apparent gain 
in net earnings this year is more than offset by seven-twelfths 
of the cost of this difierence, one-twelfth of the cost of rails 
being included in the cost of expenses of each month of each 
year.” 


Ohio & Mississippi.—In the Dimpfel suit against this 
company, the United States Circuit Court has given plain- 
tiff leave to filea new brief on the amended bill, on the 
question of facts in the case, and has also ordered the com- 

any to file their briefs in answer. Mr. John Callahan, of 

Philadelphia, has been admitted, by order of the Court, as a 
party to the suit with Mr. Dimpfel, on all the bills, in all the 
cases, since December, 1878. 


Old Colony.—This company has recently made some 
large purchases of wharf and water-front property in Fall 
River, Mass., the amount paid being not far from $280,000 
in all, 


Pennsylvania.—tThe final transfer of the 59,164 shares 
owned by the city of Philadelphia to this company was 
made Dec, 4, the purchase money, $2,958,200, having been 
paid. It is said that the company will put the stock into the 
sinking fund. 


Pittsburgh, Cincinnati & St. Louis,—This com- 
pany’s statement for the ten months ending Oct. 31 were : 








1879. 1878. Increase. P.c, 

Gross earnings........... $2,874,698 $2,604,804 $269,894 10.4 
WxPOMGES... 20 cocnsceves 1,661,277 1,598,298 62,979 4.0 
Net earnings..... $1,213,421 $1,006,506 $206915 20.5 
Sabeimeh.itaiaet 253 687,120 ~ "680,532 6,588 1.0 
Surplus.......... $526,301 $325,974 $200,327 61.4 


Earnings include interest received on equipment ; ex- 
venses include interest on car-trust cars and rental of 
Monongahela Extension. 


Portland & Ogdensburg, Vermont Division.—A 
dispatch from St. Johnsbury, Vt., Dec. 8, says: ‘‘ Judge 
Powers this morning announced a very important decision 
by the Supreme Court in the case of L. P. Poland, trustee, 
vs, the Lamoille Valley Railroad et al. Under the statutes 
of Vermont laborers who operate a railroad have a right 
to attach the personal property of the road to secure their 
pay, which amounts in equity to a first lien. It was set forth 
in the petition for the appointment of receivers that the 
road was liable to be embarrassed by these claims. Judge 
Ross appointed receivers upon such. petition. The Supreme 
Court Meld, among other things, that the appointment of 
receivers could not interfere with the operator’s right to 
attach the personal property of the road to secure their 
debts: that the same right exists as if no receivers had been 
appointed; that the receivers or bondholders must pay these 
laborers by the first of June next, or all the eavennal prop- 


erty of the road be then sold for that purpose; that as 
the persona] property of the road h been lessened 
in value by use since the receivership, all subse- 


quently-acquired property of the same kind, with the net 
earnings of the road, could be held for the same ‘ 
Laborers’ claims against the road are now estimated at 
$80,000. The receivers’ certificates issued for other purposes 
than to pay the operators, take a back seat. The Court held 
that, inasmuch as all parties had got into court, the Court 
would see this order carried out. The decision gives great 
joy : to poor operators and laborers along the line of the 
road, 

Another dispatch of the same date says: * In the case of 
Capen Sprague and others, the lien creditors to-day obtained 
a desea of foreclosure against the railroad on about $100,- 
000 indebtedness. Six months was given to redeem.” 


Quebec, Montreal, Ottawa & Occidental.—The 
Quebec government has opened negotiations for the sale 
of the Eastern Division of this line, from Quebec to Mon- 
treal, to the Dominion government. 


Rochester & State Line.—The Rochester Democrat 
and Chronicle thus notices a second suit against this com- 
pany: “ The suitis brought for the purpose of recovering 
the unpaid coupons on the bonds upon the ground that they 
were unlawfully taken from the city by the officers of the 
road, and that when they were demanded the officers of the 
road refused to surrender them. In its answer to the com- 
plaint, the defendant admits the demand and refusal, but 
denies all the other allegations, claiming that the bonds with 
= coupons attached were sold by the city to Henry A. Tay- 
or, 

‘*An injunction was granted by the Supreme Court re- 
straining the State Line road from transferring any stock to 
Taylor on the grounds that the shares of stock did not repre- 
sent paid-up stoc, and that it was issued for the ee of 
aksauting the city of its right and interest in the said rail- 
road.” 


St. Johns, Lake Eustis & Gulf.—This road is reported 
nearly finished from Astoria, a point opposite Volusia, Fla., 
on the St. Johns River, to Ft. Mason on Lake Eustis, a 





ems to have trains 
put on a steamboat to 


run between Ft. Mason and Leesburg 


St. Louis & San Francisco.—The track of the Kansas 
Division is laid to Fredonia, Kan., 1914 miles westward from 
the late terminus at Neodesha, and 60 miles from Oswego. 


Work is progressing well on the line to Wichita. 


St. Louis & Southeastern.—It is said that the agree- 
ment made with the Nashville, Chattanooga & St. Louis 
Company by the bondholders of the St. Louis Division pro- 
vides that in place of the old 7 per cent. mort bonds, 
which amounted to $4,355,000, new bonds for $3,000,000. 
bearing 614 per cent. interest, will be given, and in place o 
the old 7 per cent. consolidated bonds, amounting to $5,- 
145,000, new bonds for $3,000,000, and bearing only 3! 
per cent. interest, are to be given. Thus the whole debt o 
the road will be $6,000,000, and the average yearly interest 
only 5 per cent., or $300,000. The transfer is to be made as 
soon as the necessary legal process can be completed. 


St. Paul, Minneapolis & Manitoba.—The Branch 
Line is now completed to Barnesville, Minn., where it joins 
the St. Vincent Extension, 78 miles west by north from last 

ear’s terminus at Alexandria. Track laying was finished 
ast week, the contractors having completed the heavy 
cuttings on the Fergus Falls sections. Trains will soon 
begin to run through from St. Paul to Barnesville, 218 


miles, 

With this section of the road and the branch of 15 miles 
from Fisher’s Landing to Grand Forks, the company has 
built 9% miles of road this year. 


Shenandoah Valley.—An officer of this company writes 
us: 


“ The first division of this road, from Shepherdstown to 
eer gy a distance of 45 miles, will be opened for business 

“The road, when completed, will extend from Hagers- 
town, Md., to Waynesboro, Va., a distance of 142 miles. 
From Hagerstown the road passes through Sharpsburg and 
the battle-field of Antietam, crosses the Potomac River at 
Shepherdstown, and then runs through the entire length of 
the beautiful and fertile Shenandoah valley, passing through 
the towns of Charlestown, Berryville, Front Royal, Luray, 
by the Shenandoah Iron Works, Mount Vernon Tron Works, 
Port Republic, Weyer’s Cave, and connecting with the Ches- 
apeake & Ohio Railroad at Waynesboro. 

‘The northern connections of the road are with the Balti- 
more & Ohio Railroad at Duffields Junction near the Poto- 
mac River, with the Chesapeake & Ohio Canal at Shepherds- 
town, and at Hagerstown with the Western Maryland Rail- 
road and the Cumberland Valley Branch of the Pennsyl- 
vania Railroad, and it will also connect with the Harrisburg 
& Potomac Railroad, now being constructed, to a connection 
with the Philadelphia & Read ng Railroad at Harrisburg. 
The Shenandoah Valley Railroad thus forms a connecting 
link between the Chesapeake & Ohio Railroad and the three 
great trunk lines to New York—the Baltimore & Ohio Rail- 
road, the Philadelphia & Reading Railroad, and the Pennsyl- 
vania Railroad. 

“The opening of the Shenandoah Valley Railroad will 
make available the vast mineral resources of the Shenan- 
doah Valley, and will bring into market the rich deposits of 
iron ore at a time when the increased demand for iron and 
the scarcity of ores in Pennsylvania render them particu- 
larly desirable. 

‘The new road is being well constructed, steel rails being 
laid upon oak ties and thoroughly ballasted with stone. Of 
the equipment, the engines are being furnished by the Bald- 
win Locomotive Works, and the cars by Bowers, Dure & 
Co., of Wilmington. 

“The recently-discovered caverns of Luray, which have 
been brought into so much notoriety during the year, 
are directly upon the line of the road, and as it is intended 
to open the road to this point by the first of June next, sum- 
mer tourists will have a pleasant line of travel to this great 
attraction. 

“The work upon the uncompleted portions of the road is 
being energetically prosecuted under the direction of W. W. 
Coe, Chief Engineer, and it is intended that the entire line 
will be put into operation during the coming year. 

“Mr. Joseph Hi Sands, formerly of the Pennsylvania 
Railroad, is Ba verintendent of the completed portion of the 
road, with hond-quenteve at Charlestown, West Virginia.” 


Somerset & Cambria.—Surveys are being made by the 
Baltimore & Ohio engineers for the proposed extension of 
this road from Somerset, Pa., to Johnstown. It is said that 
work will be begun shortly. 


South Carolina.—A dispatch from Charleston, Dec. 8 
says: ‘‘ The case of the South Carolina Railway was before 
the United States Circuit Court this morning on motion fora 
full hearing and final decree on which appeal to the Supreme 
Court might be based. The Court refused to grant the mo- 
tion on the ground that no final decree could be made until 
all the creditors had been called on. An order was granted 

vermnitting the receiver of the road to tender bills of the 
Bank of the State of South Carolina in payment of state 
taxes, and to litigate points of law thus raised.” 

Another dispatch, dated Dec.’ 9, says: ‘In the United 
States Circuit Court, to-day, an order was passed directing 
the R2ceiver to pay coupons and interest on all the first- 
mortgage bonds up to July 1, 1879. In the same case an 
order was also passed directing a referee to call in all the 
second-mortgage bondholders, and to report upon the first- 
mortgage, non-mortgage, an all the other items on the 
other liens on the property of the road by April 1 next. 
The object of the order is to ascertain all the liens against 
the road, so that when the sale is ordered bidders may know 
the exact condition of the property they are bidding for.” 


Southerv, of Long Island.—The purchasers of this 
road at foreclosure sale have organized the Brooklyn & 
Montauk Company. The new company has appointed a 
committee to confer with Receiver Sharp and the Long Is- 
land Company as to the future working of the road. ft is 
said that they intend at once to begin work on the extension 
from Patchogue by Fireplace and Moriches to Amagansett 
and Montauk Point. 


Springvale.—.t is proposed to build a railroad from 
Springvale, Me., to the Eastern road at Wells, to accommo- 
date several factories on the line. One-half the required 
amount has already been subscribed. 


Toledo, Peoria & Warsaw.—Articles of incorpora- 
tion have been filed in Illinois for the Toledo, Peoria & 
Western Company, organized for the purpose of buying this 
roa 1 at the approaching foreclosure sale. The capital stock 
is to be $8,000,000. The corporators are J. McGregor 
Adams, John Crerar, John Hall Dow, A. L. Hopkins and 
Alexander J. Leith. The three first named are members of 
the well-known railroad supply firm of Crerar, Adams & Co., 
of . the head of which is a prominent director of the 

Alton. Mr. Hopkins is the Receiver and a Vice- 
t of the Wabash, St. Louis & Pacific. 


Texas & Pacific.—A —— meeting of the stockholders 
was he'd in Philadelphia, . 9, at which the execution of a 


mortgage of $25,000 a mile on the Rio Grande Division for 
the extension of the road from Fort Worth to the Rio 
Grande at or near El Paso was authorized. 

It was stated at the meeting that the earnings of the road 
for the half-year ending Nov. 30 were $1,207,171 ; ex 
$602,599; net earningy, $694,572, an increase of $255,058 
over the same period in 1878, 

At a subsequent meeting of the holders of the trusteed 
stock of the California & Texas Construction Company, it 
was unanimously agreed to discontinue in October, 1880 
the trust star several years ago. In the dissolution o' 
the trust the holders of certificates of trusteed stock will be 

ven in exchange therefur an equal number of shares of 

exas & Pacific Railway stock. 


Troy & Greenfield.—Sealed proposals will be received 
at the office of G, Clinton Gardner, manager, at North Adams, 
Mass, ,until Dec. 18, for the following work in the Hoosac Tun- 
nel: Ist. 45 linear feet of brick arch, 2d. Two air galleries for 
ventilation. 8d. Masonry in shatt on top of arch. 4th. Ex- 
cavation for an underground room for a telegraph office. 
The total quantities are about 450 yards brick masonry, 800 
— stone masonry, 1,200 yards of rock excavation. 

lans and specifications may be seen at the Engineer’s Office, 
North Adams. 


Union Pacific.—The Land Department reports for No- 
vember sales of 16,762 acres for $76,158, an average of 
$4.54 peracre. The number of purchasers was 176, making 
an average of 95,28 acres toeach. During the month LO1'¢ 
round-trip and 350!¢ single land and emigrant tickets were 
taken up on the road, and 105 emigrant teams crossed the 
Missouri River bridge. 


Western Counties,—This company gives notice that it 
will withdraw trains from its road between Digby, N. 8., 
and Yarmouth, Jan, 15, in consequence of the action of the 
Dominion government in resuming possession of the Wind- 
ad Branch road, This notice is probably intended only as a 

reat. 


Western Union Telegraph,—The following statement 
is made for the quarter ending Dec. 31, earnings for Decem- 
ber estimated: 


Balance, Oct. 1.... — $1,143,873 

Net earnings for quarter.... 1,475,841 

Total aa sas .. . $2,619,715 
Interest and sinking tund......... $127,000 
Construction, ete 175,000 

————- 02,000 

SD at 0560000252 635s aheatinbehialin iis ceabiieceie $2,317,714 


On this showing it was decided to declare the usual quar- 
terly dividend (1% per cent.) and also an extra dividend of 
1 per cent, These will require $1,127,560, leaving an esti- 
mated surplus of $1,190,154 on Jan, 1 next. 

Wisconsin Central.—lIt is said that arrangements are 
being made to build the proposed extension of this road from 
its present Lake Superior terminus at Ashland, or from a 
— a few miles south, to Duluth, to connect with the 

orthern Pacific, Several of the Boston people who are in- 
terested in the road have lately been inspecting it. 


ANNUAL REPORTS, 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 










































Page 
VONer cccoccccescecess 2 ong 0 ee eee 
& Nebraska .......... oulsville & Nashville.....,.... 
Topeka & Santa Fe.. 277 Maine Central........... 1 
Charlotte Air Line... 204 Ma'ne Minor Ratiroads, 
West Point.......... 505 hester & Lawrence ., 48 
& Great Western. 172,170 Marquette, Houghton & Ont.... 962 
. Miss. & Ohio.......... 632 Massachusetts Minor Railroads 446 
& Ohio... .... _ his & Charleston.....101, 602 
& Potomac 2 Michigan Central.. ... 262, 260, 277 
RS ea . Mich gan R. R. Commissioner 553 
Clint., Fitch, & N. B.... 12 Minnesota Minor Railroads.. . 532 
Concord & Montreal... 882 M ectenipr & Tennessee,....... 247 
NS eRe 40 Missourl, Kansas & Texas... ....434 
& Ma‘ne,.,., ... ....... 654 Mobile & Girard,............. BA4 
& N.Y. Air Line ....... 342 Mobile & Montgomery.. 820 
& Providence... ... .. 642 Mobile & Ohio,.,... .... 505 
Rev. Beacn & Lynn,... 601 Montpelier & Wells River . 1 
& Mo. River in Nebraska, 518 Morris OS FRR 244 
BS, LOGS, 0000000. c0cceee 305 Nashua & Lowell,.............. nB2 
Camden & Atlantic.... .......+ 872 Nashville, Chatta, & St. L ..., 401 
Central, of lowa,..... --» IL Natehez, Jack, & Col... . 247 
Central, of New Jersey......... 121 New Jersey Midland .,.. . 180 
Central Pacific ........... 362,575 New Jersey Minor Ratir .. 51 
Charlotte, Col, & Augusta..... 121 N. Y. Lake Erie & West........ 48 
Chartiers (P., C. & St. L.)....... 205 New York Minor Railroads ... 518 
Chesapeake & CO YS 202 New York & New England ... 122 


Chesapeake & Ohio Canal 
Chicago & Alton ... ...... 
Chi., Burlington & Quincy 


N. Y.,N. H, & Hartford........ 
N. Y., Providence & Boston... 2 
New York State Engineer,. 


Chicago & East, Illinois ... Northeastern (8. C.)............. 40 
Chicago & Lake Huron.... .... Northern Central............... 121 
Chicago, Mil, & St, Paul........ 42 Northern (New Hampshire)..,. 304 


Chicago & Northwestern 


Northern Pacific,.......... .... 
Chi., Rock Island & Pac, i] 












































Cin., Hamilton & Dayton Cpsensbars Lake 
Cin, & Mus. Valley.. ...... Ohio & Mississippl.............. 
Cin., Sandusky & Cleve......... Gi GN bank 5 dn0060 06se050% 620 
Cleve., Col,, Cin, & Ind..... ... Oregon & California........... 206 
| Cleve., Mt. Vernon & Dela...:.: Paducah & Elizabethtown 50: 
Cleveland & Pittsburgh....... 218 Panama,..........+++. .. 248 
Cleve., Tus, Val. & Wheeling... 218 Pennsylvania 
Col,, Chic. & Ind, Cent. (P., C. ,ennsylvania Compar . 214, 434 
MMRE Mtlan or 6ncennnnenesedsesese 2 ’ennsylvania & New York..... 202 
Col. & Hocking Valley "ensacola & Perdido........... S45 
Columbus & Toledo...... « eeu & Reading........ 3o 
err *hila., Wil, & Baltimore. . oo 
Concord & Claremont "itts., Cin, & St. Louis......... 205 
Connecticut Minor Railroads.. "itts,. Ft. W. & Chi. (Penna, Co,) 
| Conn, & Passumpsic Rivers. ... 492 211, 218 
| Connecticut River........... 66,602 Pitts, Titusville & Buffalo...... 206 
| Cumberland Valley..........+++ 56 Pitts, Wh. & Ky 5 
Dakota Southern...... Toes vee 66 Portland & Ogdensburg 
Davenport & Northwestern .. 470 Providence & Wor r.. 202, 
Dayton & Southeastern ........ 106 Pullman Palace Car Co.... .... 517 
DOIAWATE, 6... 00cccess cecsscessees 54 wegwec, Mont., Ott. & Occi.. 422 
Delaware & Bound Brook.,.... 248 Richmond & Danville...... ... 1 
Delaware & Hudson Canal,.... 276 Richmond, Fred, & Poto....78, 654 
Del, Lack, & Western... -«» 77 Rock Island & Peoria........... 246 
Detroit & Bay City.. .. 348 Rome, W'town, & Ogdensburg, 245 
Detroit, Lan. & No.. S 2 errs 5 coc 
Delaware Western.. . ® St. Joseph & Denver City... OA 
Pr 152 St. Louls, Alt, & Terre Haute.. 53 
East Tenn., Va. & Ga... ....+- 602 St. Louls Bridge & Tunnel...... 620 
BNE PTE ce covecceseves. ete 166 St. Louis, Lron Mt. & Southern, 144 
Erle & Pittsburgh (Penna. Co.),. 218 St. Louis, Kan. City & Northern 180 
Evansville & Terre Haute.. St. Louls & San Francisco...... 416 
SEN cccepcccctee * voscses 24 St. Louis & Southeastern....... 204 
Flint & Pere Marquette... . ... 806 St. Louis, Van. & Terre Haute.. 7s 
Galv., Houston & Henderson, 78 St. Paul & Duluth .......... 410 
SI 6.59 0.00 ence cde cetpuetate 804 St. Paul & Sioux City... inp 
Grand Rapids & Indiana....... 465 Sandersville & Tennille.... 446 
Grand Trunk........-cceses 7,001 Scioto Valley..........++ +++. .-- 819 
Great Western, of Canada,278,6 2 Stoux City & St. Paul.. 4my 




































annibal & St. Joseph.......... 182 South Carolina...............+. 492 
artford, Prov. & Fishkill .... 122 Southern Central............... 245 
Havana, Rantoul & Eastern. .. 232 Southern Minnesota ....... .., 422 
OOMEG. 90000028000 r0090 152 Terre Haute & Indianapolis..,. 402 

ton & Texas Central... 806 Texas & Pacific aed onediate 491 

Hunt. & Broad Top Mountain ee SE CE OREOEE ccc cc § _ avenee is] 
linois Central.... .........568,106 Unton Pacific........ ....... 165 
linois Minor Ratlroads........ 490 United New Jersey.... Ds) 
Iinois Railroad Commission., 117 U.S Rolling Stock Co 77 
ndianapolis, Bloom, & West., 205 Utica & Black River 22 
nd,, Cin. & La Fayette........576 Valley, of Virginia 642 
Indianapolis & St. Louls....... 206 Vicksburg & Meridian bs) 
nd, & Vincennes(Penna, Co.).. 218 Virginia Minor Railroads tts 
nternational & Gt. Northern., 205 Wahbash................ 12 
owa Minor Railroads.......... 468 Wash. City, Va. Mid. & Gt. So | 
owa Ratiroad Commission... 6,644 Western Maryland 48 

| Jeff., Mad. & Ind. (Penna. Co.).. 218 Western Railroad Association 44 
Kan. City, St. Joe & C. Bluffs... 3938 Western Union Telegraph is 
Kansas Pacific....... ....s.0++- West Jersey M4 

| Kentucky Central...............4 Wilmington & Northern im 











THE RAILROAD GAZETTE. 

















Lake Eri & Loutavilie.. iets .. 1 W & dion......... 66 
Lake ote Llane th, 964, 388 Wisconsin Minor Railroads... 506 
jokin Valles vesee Hie scadinss 3 be ission.... ai 
wrence sess» 820 Worcester & Nashua ...,....... 
Little Miami (P., C. & St. L.).... 205 Wortkinntien s Sioux Palis:’*) 480 
Eastern. 


mouth, 15.90 miles, 
Hampshire, and to 51 miles, by the leased Port- | 
land, Saco & Portsmouth r making a main line 108.29 
miles long from Boston to Portland. It leases the Ports- 
mouth, Great Falls & Conway road, from Conway Junction 
to North Conway, N. H., 71.87 miles. It owns in Massa- 
chusetts 11 branc 7 page! miles in all, and it leases 
three others, 26.71 in all, making a total of 281.996 
— worked, of which 118,016 miles are owned and 163.98 


There are 37, i een got so cont to BES, 1549° anilee 
tiles alien’ 
= sang mang otal oh 141,200 mls ar are laid with stool, ‘The 
ann the year 
The inileage walar, ane last year a ty the ad addition of 
0.08 mile to the Branch. 
The equipment consists of 04 ; 142 nip a and 


87 mail and baggage be 1,570 


baggage and oie teens careaee 
o general account is as follows: 


t and coal cars, re- 
f ‘those, 19 engines, 2 


Stock ($42,352 per mille)..........6. -se-ee- 
Funded in (otis, 138 p per mile). 
Notes payable .........-+.. 





Current bill4, pay- 
Accrued interes! 
Unpaid dividends 


Tota! 
Road and PE te ($66,004 per 








mieé).... .; 7,800, 100,00 
Invest ments (real estate, stocks, etc.) 1, 306.410. 00 
Cash assets. ees 5 ’ 2,650.75 
Profit and lo@s........000 seve. biais 10,308,358, 29 


—— 20,053,519,.04 


As noted in previous reporis, the present valuation of 
property and investments has been arrived at by a arp 
scaling down from original pote to something near their ac- 


tual value. The result of the extravagant management and 


unprofitable investments of the former management is ex- 
pressed in the enormous debit balance of $10,864,!358.20 
charged to profit and loss. 

The funded debt is made up as follows: 
New mortgage certificates of indebtedness issued 

under composition with creditors.... ............ $13, $18, 135.63 
Notes, bills, ete., to be in certificates........ 176,702.13 
Eesex BR. R. WOMGB.....c0500 seserccsseseetoeserceses 194,400.00 

Total OO bE E000, do reinedes $13,589, 237.76 


Of the Essex bonds $180,200 have been renewed for 10 

ears from Sept. 15, 1876, when t! ey became due, leaving 
ti: 4,200 to be renewed. the ‘ong’ $52,516.17 cert 
ficates have a a corresponding 
arjount the old debt - to be funded. the notes payable 
#210,000 are by collateral, and $716,400 by mort- 
gage on real estate. 

The profit and loss account, condensed, was as follows: 











Old accounts collected or canceled................ $25,782.46 
Land account increased in valuation ............... 10,000.00 
Gross earnings. .... GRTER NENTS PED FEUEN Rae vb oi0k so cide 2,485,977.00 
TOG sons: vide ae dekedebenebibeleess- Otsdrs or 2,521, 760.36 36 
Old accounts settled or charged off. . 37,134. 
Re uction in valuation of lands...... 87,400, 4 
Reduction in value of ae. 106/300, 0¢ 
working CAPERS 23 192, 
Interest. 3,481.7 
Rentals. «3s anton cn dasha 293,996.52 
Debit balance, Sept. 30, 1878 ....... 10,226,61:5,04 
— —-—_ 12, 886,118.65 
Debit balance, Sept. 30, 1878......... ...... $10,364,358.29 


Of the rents paid $54,687.50 ag seally in anticipation, 
the whole not being due until July, 1 
The earnings for the year ae x follows 








78-79, Inc. or Dec. Pc. 
Passengers. ....$1,341,453.42 $1, NIBTAT, 36 D. $37,295.94 2.7 
Freight......... 043.68 911,995.99 I. 76,047.69 83 
Express, mail 
and extra bag- 
Sus ue 343.48 196 576.18 1. 3,767.5 3.5 
Miscellaneous . 137.32 55,615. 82 D. 9,478.50 17.0 
Total.. $2,485 90 $2,452,935.35 I. $33,042.55 1.3 
Expenses....... 1,491, oe: 61 1,581,125.47 D. 89,932.86 5.6 
Netearn.. 994,785.20 $871,809.88 I, $122,975.41 14.2 
Gross earning 
per mile... .. 8,815.65 8,668.35 1. 117.30 1.3 
Net. carn per 
SEORD sins nidnive 3,527.66 3,091.52 I. 436,14 14.2 
Per cont. of ex- 
penses Te: 64.46 D. 448 7.0 


The increase in earnings ue almost entirely to the freight 
business, Was sw 


bya evened in sommes, mak- 
ing a conside 


i i docs pane net epee ae which were the larg- 
est ever made by the road 


result for the year 
was as follows : 





np Ope EE Sey arn ae ..... $904,785.29 
Rental of leased roads.......-..ssc.c+- +s 096.52 
Interest for the year............ potaexies $43,481.71 

——— 837,478.23 | 

Durden SVR CRIN: 5 v8 S0 ST iSocidivcesccccest tek $157, 3.7.06 


If we deduct the sum of $54,687. 50. included in rentals, but 
paid in anticipation as a the real surplus for the year 
11,994.56, Of the rentals, that of the Portsmouth & 
Dover ($45,468 yearly) is in dispute ; asum of $7,800 paid 
to the Boston & Albany for use of tracks is also in dispute. 
The traffic for the year was as follows: 








1878-79. 1877-78. Inc. or Dec. P. c. 
Train mileage: 
Passenger. ............. 1,028,719 1,033,872 D. 5,153 «O.5 
Freight 495, 523,903 D. 17.057 5.3 
DOrvice ... vce scpenncuce 542,657 519,356 I. 23,301 4.5 
TORAL . inkanostian ant 2,067, 2,077,131 D, 9,209 0.5 
Passengers carried .... 4,534,748 e 197,991 I. 336, 757 «8.0 
Passenger mileage... *, 64,403,019 61,706,68; I, 2,696,338 6.0 
Tons freight carried.. 849,712 607,987 I. 151,725 21.7 
Tonnage mileage ...... 44,996 094 39,116,073 I. 5,880,021 15.0 
Av. train load: 
Passengers, No......... 62.61 59.68 I. 2.93 5.0 
Freight, tons........... 89.72 74.66 1. 15.06 20.2 
Av. receipt: 
Per passenger per mile. 2.051 cts, 2.293 cts, D. 0.242 ct. 10.6 
Per ton per mile........ 2.195 “ 2330“ D.0.135" 5.8 
Per train mile: 
Gross earnings.......... 163.000 + “ * 153.900 “ TL 9.100" 5.9 
Net earnings........ «+. 65,200 52,400 * 1.12,800 * 24.4 


The increase in traffic was handlioa with a decrease icioie 
mov ement, but the business he 9 dome at pe _— * — 
rate per pe aoe mile was cents for local, 

cents for foreign, and 0,949 cent for Pye - sper passen. 
gers. The rate per ton per mile was 2.630 cents on local, 
and 1. 809 cents on foreign freight. C Of i the tonnage mileage 


er cent., and of the passenger mileage 14.0 per cent. 
business to and from other roads. 
sengers carried to and from Boston was 1,577,311. 


1 bought; 6 box-cars built and 18 bought ; 

| derrick-cars and 1 pile- 

| and rebuilding. 
During the year 


82 flat-cars, 





1,609,483 tons of steel rail were laid, 
| 85, 537 new re Fe in and 124 miles of track ballasted. 
| Only about 1,600 tons are now needed to complete a steel 
track from Boston to Portland. About 1614 miles of wire 
fence were put up. Several new stations were built and 
others repaired. One arch bridge, one pile bridge and 
several overhead highway bridges were renewed and others 
repaired. The pile bridge at Portland is being renewed, 300 
feet having been built during the year. 

No legal controversies have arisen except that with the 
Portsmouth & Dover Company as to rental, and that is in 
a fair way to be settled through an amicable reference. It 


pected to continu». 
New York & New England. 


Since the acquisition of the Hartford, Providence & Fish- 
kill road, this company works a line from Boston by Willi 
mantic and Hartford to Waterbury, Conn., 
branches from near Boston to Dedham, 2 miles; from East 
Thompson, Conn., to Southbridge, Mass., 174; miles; in 
Providence, ®{ mile: the Providence Division, from Willi- | 
mantic to Providence, R. L., 58 miles, and the Woonsocket 
D. vision, from Brookline, Mass., to Woonsocket, R. L., 33% 
miles: it leases the Rhode Island & Massachusetts road’ from 
Franklin, Mass., to Valley Falls, R. L, 13 miles, making 262 | 
miles owned and 275 miles worked. It also works under 
agreement three short roads, the Pawtuxet Valley, in Rhode | 
Island, 8 miles; the South Manchester, 244, and the Rock- 
ville, 44¢ miles, in Connecticut. The company formerly 


wich & Worcester road, 66.4 miles, but its operations are re- 
ported separately. 
Sept. 30, 1879. 

Pie equipment consists of 76 locomotives; 110 passenger 
and 24 mail and baggage cars; 472 box and 352 
cars; 257 coal, gravel and other cars. There are 
and 184 cars ae with train brakes; 132 passenger 
train cars have the Miller platform and buffer. 

‘The general account is as follows: 
Se Od 6 cis iiinin cep usaeesssese eee 
Boston, Hartford & Erie bonds entitled to con- 


version into stock 13,864,000.00 





. $20,000,000,00 
4,708,000.00 
12 


Total stock ($76,336 per mile) 
First-mortgage bonds (o17 7,969 pe r mile) 
Mortgage note........ i ee 
Notes payable. . 


176,512.7: 

accounts and balances and October account 157,779. 0: 
Profit and loss ........:+s.0.: ; 404, 744.5 
Total $25.57' 2, 2.0: 6.2 27 


Road and proper ty ($96,543 per 
mile) 
Cash, materiais and receivables 


$25,204,202.7:33 
277,833.54 





—_ 25,572,036.27 
The Hartford, Providence & Fishkill road, from Provi- 
dence to Waterbury, was acquired under an old contract by 
payment of the bonded debt; the rest of the property came 
to the present company through foreclosure of the so-called 
Berdel 
Unier the agreement by which this was done, the holders of 
the Berdell bonds are entitled to convert them into stock of 
the present company. ~The cost of road is found by adding 
to the amount of the Berdell mortgage, $20,000,000, the 
amounts expended by the present company in improvements 
and new equipment, and in acquiring and perfecting title to 
additions to the road. These sums have been mainly pro- 
vided for by the issue of first-mortgage bonds. 

The expenditures charged to prope rty account during the 
year were as follows : 
Land damages, new stations, shops, bridges, etc 
Wharf property in Boston and improvements 
New equipment... } 
Under. ying liens on road brought to secure title. . 
Payments to obtain poesession of H., P. & F. road. 


56,785.69 
108, 110,53 
749,863.85 
2,815, 186.80 
Total $3,874, 702.67 
The new equipment bought or built consisted of 6 loco- 
motives, 4 passenger cars, 126 box cars and 49 gravel cars. 
The year was the first one in which the Hartford, Provi- 
dence & Fishkill road was included, and the statement of 





Express, mails and other passe nger-train rec apts 
Rent of buildings and lands . 


2.18 

38, 0: 24. 95 

. $1,971,536.43 
1,429,391.31 


Total earnings ($7,169.22 a mile) 
Expenses (72.50 per cent.) 


$542,145.12 





Net earnings ($1,971.44 per mile). 
Paid for rent of tracks 
Taxcs 
Interest on first mortgage ‘bonds..... 
Interest on sundry loans. 


"$59,400.66 
17,791.19 
229,525.10 
32,405.00 





$203,023,08 
201,721.43 


| Surplus for the year 
Add surplus, Sept. 30, 1878 


| Surplus, Sept. 30, 1879 bs is . $404,744.51 

The surplus for the year was a little over 1 per cent on the 
stock. 

A comparison may be made as follows, by adding 
the earnings and expenses of the New York & New Eng- 
land and the Hartford, Providence & Fishkill roads for 
1877-78, when they were worked separately: 


ag 








1878-79. 1877-78. Inc.or Dec. P. c. 

Gross earnings .. . $1,971,536 $1,864,074 I. $107,462 5.8 
Expenses oi . 1,429,391 1,449,966 D. 20.575 1.4 
Net earnings... 2145 $414,108 1. $128,037 30.9 
| Per cent. of exps. 2.50 77.78 D. 5.28 68 


Renewals for the year inc “ude one iron girder bridge, three 
wooden truss and one wooden trestle bridges, and four 
wooden overhead highway br idges ; 2,316.62 tons steel rails, 
1,000 tons new iron rails, 652.91 tons rerolled iron rails, 
and 110,616 new ties. 

The old underlying liens, prior to the Berdell mortgage, 
are now all paid off except about $60,000 not presented. 
The credit of the company has so improved that $1,250,000 
of bonds lately issued were all taken at 108.89; a year ago 
they were hardly negotiable at 90. These bonds are issued 
for the extension from Waterbury, Conn., to Brewsters, N. 
Y., the plans for which have been com leted. 

ere was some loss on the Norwic 
negotiations for a modification of the agreement with that 
company have been pending, but without result. The loss 
was chiefly due to low rates on ton-New York business, 
and it is —_— that some plan for pooling or otherwise regu: | 
lating that ess may be adopted. 








The total number 
dditions to equipment include 5 passenger cars built and 


jriver built, beside the usual now Ta 


is believed that the increase of earnings may fairly be ex- | 


| Belpre, 
150 miles; | 


| only report made since then is one 


| 
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new tools added. The second track has been extended a 
mile beyond Norwood, and must soon be built to Franklin. 
A number of new sidings have been built. 

The great increase of freight traffic has caused an increese 
in terminal expenses. The lease of property on the South 
Boston flats has not afforded relief, as the company has not 
been able to make full use of it. The permanent adjustment 


, of the whole matter of terminal facilities with the state and 


other adjoining owners near the present Boston depots is a 
matter of much importance and is now receiving careful 
consideration. The two great wants of the road are a bet- 
ter terminus and more cars. 

Taxes are increased by the increasing value of the stock. 
The report, in closing, refers to the retirement of Mr. Clark 


| and the choice of General Wilson as General Manager. 


Marietta & Cincinnati. 

This company owns a line from Cincinnati to Belpre, 
187.3 miles, with a branch from Bl nchester to Hillsboro, 
21.4 miles; the Scioto & Hocking Valley Branch, from 
Hamden to Portsmouth, 55.4 miles, and a branch from "Belpre 
to Marietta, 11.1 miles ; it leases the Cincinnati & Baltimore 
road, 5.6 miles, forming its entrance into Cincinnati, and the 
Baltimore Short Line, a loop or cut-off from Athens to near 
31.2 miles, making 275.2 miles owned and 312 
miles worked. It has been worked by John King, 
ceiver in suits for foreclosure, since J une 20, x 
ust published, which 


| covers the whole term of the receivership. 


| from June 20, 1877, to Oct. 31, 1 


The general statement for the pas of the receivership 


‘9, two years, four months 


| and eleven days, is as follows : 


| Gross earnings ($12,247 per mile).... 


leased, and still works under temporary agreement, the Nor- | 


Its latest report is for the year ending | 


latform | 
engines | 


$6, 136,000.00 | 


5,000, 4 | 


| the company, 


$3,820,971.79 
3,018,216.81 


$802,754.98 


| Expenses (78.00 per cent).......... 10.2. ecescececees 
Net earnings ($2,607 per mile 

Taxes ~ STP eae 

Rent of Cin. & Balt. R. R. 

Less ve nt received from C 
C & I. Co 


$s 260,521.54 


91,653.32 
Rent of Ba)timore Short Line....... i 
Rent of Ind., Cin. & LaFayette tracks .. 
Rent of depot and yard in Cincinnati 
Coupons paid of Scioto & H. V. bonds 
Miscellaneous rents, etc ; 


168,868.22 
292,535.14 
9,588.33 
98,635.58 
41,825.00 
11,820.01 





737,082.97 

$65,672.01 
x the text of previous exhibits of 
in order to show the policy by which its traffic 
operations were regulated, shows that while in 1868 the 
average rate for through freights was $2.90 per ton over 
this road, it gradually decreased year after year until, in 
1876, it was only $1.14 per ton, and for July, 1879, fell as 
low as 77 cents per ton for through freight eastward. Mr. 
King speaks in emphatic terms of the effects of repeated fail- 
ures to‘* pool” upon the road of which he was receiver. 

* Rates,” he says, ‘‘ were hardly restored before they were 


Surplus over rents paid 
The report, after quoting 


| broken, sometimes by the Northern trunk lines, but as fre- 


mortgage on the Boston, Hartford & Erie road. | 


$144,755.80 | 


earnings and expenses is as follows, with the income ac- | 
count: 

Passengers ....... $788,216.95 
PS xcnebsn tavatcacideseeuswaenseeness asian’ 3 


& Worcester lease; | 


| one 


quently by their Western connections.’ 

Finally, the board of railroad arbitrators was appointed, 
and under their organization pools were established. The 
large wheat harvest, especially in the Southwest, caused 
from August la large and regular business to the Marietta 
& Cincinnati road, which taxed the line beyond its capacity, 
and obliged the receiver to contract for five locomotives. As 
Mr. King says: ‘The effect of this improvel condition of 
through freight is very interesting, and in the highest degree 
important. The rate per ton on east-bound freight increased 
from 77 cents in July to 94in August, to $1.25 in Septem- 
ber, and to $1.36 in October.” The advantages of this im- 
provement to the road in his charge are fully explained in 
the Receiver’s report. He says: 

‘ Probably no railroad in the United States does a larger 
proportion of through freight business than the Marietta & 
Cincinnati. More than one half its freight traffic is com- 
posed of what is known as through freight. It is therefore 
of vital importance that through rates should be maintained 
at a fairly-remunerative standard. It will not be con- 
tended that the average rate of $1.36 per ton from Cincin 
nati to Belpre, a distance. of 195 miles, or seven-tenths of 
cent per ton per mile, which is about one-third less 


| than governed from 1869 to 1873, is t»o much, or that it is 


oppressive pe trade. We find, however. with such rates, 
together witb an active local trade, that the road earned 
gross in October $241,864, and $101,032 in excess of work- 


| ing expenses, a sum greater than for any one month in its 


| road is in better order than at any previous period. 


339,122.04 


The shops at Readville have been much improved and | ‘as 


history.” 

At the date of the receivership only one mile and a 
quarter of steel rails were on the tracks between Cincinnati 
and Belpre. Since that date 6,977 tons have been laid and 
2,000 tons purchased, and to be laid before the close of the 
present year, making a total of ninety miles in steel. The 
It has 
paid one dividend of 25 per cent. of its supply bills, and 
will pay another of like amount during the present month. 
The first mortgage coupons, due Aug. 1, 1877, were paid in 
April, 1878, amounting to $122,598, 


22,56 
Buffalo, New York & piaerageregsat 


This company owns a line from Buffalo, N. Y., to Empo- 
rium, Pa., 121 miles. The foliowing aelves are from the 
report made to the New York State Engineer for the year 
ending Sept. 30, 1879: 

The general account was as follows: 


Stock ($16,585 per mile).... . .82,004,350.00 
Payments on account of stock sa 345,300.00 
Funded debt ($30,689 per mile) . 8,713,329.00 
Bills payable... 770,987.21 
Accounts and contracts 118,649. 03 


Profit and loss 248,891.55 





Total... $7,201 79 
Ros ud and equipme nt ($55,661 per mile). $6,734,954. 24 
Cash and receivables 466,552.55 
—- ——_ 7,201,506.79 


The bonded debt consists of $3,000,000 first, and $546,500 
second-mortgage bonds, and $166,829 bonds and mortgages. 
The « vallin z xin of the 10 per cent. mortgage bonds for refund- 
ing into 7 percent. has made a temporary increase of the float- 
ing debt necessary. The receiptsand expenditures were as 
fe sliows : 

1878-79, 


1877-78. Inc. or Dee. P.c. 











Passengers. $128,264.91 $134,313.17 D. $5,948.26 4.4 
Freight... 797,081.28 704,156.58 I 92,924.70 13.2 
Other soure es 29,236.68 26,398.84 I. 2837. 84 10.7 
Total.. $954,682.87 $864,868.59 I. § $80. 81428 10.4 
Expenses....... .. 574,327.37 414,419.44 I. 159,907.93 38.3 
Net earnings... $380,355.50 $450,449.15 D. $70,093.65 15.1 
Gross earn. per 
mile. 7,889.36 7,170.36 I. 719.40 104 
Net earn. per mile 3,142.43 3,736.62 D. 503.19 15.1 
Per cent, of exps 60.16 47.92 I. 12.24 25.1 
From net earnings the sum of $258,859.80 has been paid 
~ interest on bonded debt. The road isin good order, and 


he equipment improved. The old iron rails have been re- 
partly by new steel. 








